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Mr. Morrison on State Control and Public Enterprise 


OME very pertinent and enlightening remarks were made 
on the relationship between Government and industry 
in a paper which Mr. Herbert Morrison had prepared for 
delivery before the Institute of Public Administration on 
Tuesday last. Mr. Morrison was detained in the House of 
Commons, but his paper was read for him. It is encouraging 
to note Mr. Morrison’s statements that he does not see the 
point in interfering with industry for the sake of interference, 
and that he is worried about the risks of destroying the vigour 
and self-reliance of private enterprise. They are points which 
Mr. Morrison would do well to impress on some of his Cabinet 
colleagues. He also stressed the need for assuring that what- 
ever fields private enterprise and State enterprise cover, every 
endeavour should be made to secure the best types of each 
to do their respective jobs; he went on to say that early 
experience with the latest socialised boards had shown how 
much there was in common between the problems of manage- 
ment under the best large-scale private industry and publicly- 
owned industry. In both cases, to ensure that the industry 
should be as progressive, enterprising, and efficient as possible, 
those who ran it should have a free hand within wide limits 
to do their as they thought best to achieve results. 
s * t 


job 


The Importance of Results 

In industry a tangible result could always be achieved 
and expressed in terms of profit and loss and production; 
within wide limits, it was more important than the means of 
attaining it. In public administration strict observance of the 
correct means might well have to rank more or iess equally 
with getting the maximum result. Mr. Morrison laboured the 
importance of achieving results, and said that what was going 
to determine the fate of this country was our capacity to secure 
results. Public corporations must not go easy because they 
knew thai in the last analysis the Government could not let 
ihem go broke. They must not yield to the temptation to let 
costs go up, for example, by passing a bill for increased wages 
or shorter hours to the public rather than by meeting it from 
nore efficient operation. They must show a lively spirit of 
competitive emulation, avoid excessive overheads, and particu- 
larly the tendency to develop checks and thus destroy individual 
responsibility and powers of effective decision. 

* # a * 


Winter Transport Problems Warning 

Mr. James Callaghan, the recently appointed Parliamentary 
Secretary to the Ministry of Transport, on Monday evening 
stressed some of the difficulties which would face the transport 
system of the country in the coming winter. He was address- 
ing the Metropolitan Section of the Institute of Transport, and 
said that it would be necessary to strain our ingenuity to the 
utmost if the wheels were to be kept turning, and if the position 
was to be avoided when transport might become a barrier to 
the free movement of goods, instead of a channel for their 
even flow. After reminding his hearers that the daily average 
number of wagons under or awaiting repair had reached the 
record total of 200,000, although 90,000 a week were being 
repaired, he said that rather than overload repair shops with 
worn-out stock, 50,000 wagons a year were being scrapped. 
New and larger wagons for home use were coming from the 
works at a rate of 2,500 a month, or 30,000 a year. In 
August the number of new wagons buili had been 2,758, and 
if that figure of output could be maintained, there would be 
an improvement on the present average of 2,500. 


_ * * a 

Decentralisation of Responsibility 

Mr. Callaghan said that on taking a somewhat longer term 
view, his immediate reaction on coming to grips with the 
transport industry was to call for the greatest possible decentral- 
isation of responsibility for decisions and action, and he 
thought that the transport system of this country would have 
to fight constantly to secure as great a measure of decentralisa 
tion and devolution as could be achieved. The more it was 
possible to encourage local decision and initiative, in recon 
ciliation with the overall needs of the situation as seen 
centrally, the better would be our chances of getting through 
this winter unhampered. Exactly what this rather cryptic in- 
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junction might mean in practice, he did not explain. He also 
expressed the view that there was no limit to the useful work 
which could be done by consultative committees if they were 
properly used, and he added that bodies of this kind would be 
set up to cover every part of Great Britain. Shortly, a Coastal 
Shipping Advisory Committee would be established to provide 
liaison with inland transport, and it was hoped that this com- 
mittee would have the full support of the coastal shipping 
industry. 


* * * * 


International Timetable Conference 

Istanbul, where the International Timetable & Through 
Carriage Conference was held this year, as reported elsewhere, 
was to have been the scene of the conference in 1939 but for 
the outbreak of war. Delegates on this occasion were pro- 
vided with a special train of sleeping cars between Paris and 
Istanbul, and the arrangements made by the Turkish railway 
authorities contributed much to the success of the conference 
and the enjoyment of the excursions. Numerous agreements 
were reached between the railway administrations for the 
extension and improvement of international services, although 
the question of extending the Nord Express from Berlin to 
Warsaw had to be dropped because the absence of delegates 
from Russia prevented the settling of details. The conference 
looked beyond the present restrictions on Continental travel 
and arranged a programme of connections between Great 
Britain and Switzerland similar to that which operated during 
the past summer. The cross-Channel service via the Folkestone 
and Boulogne route was the subject of acceleration proposals 
for when normal conditions return, and an 8-hr. service in 
both directions between London and Paris is envisaged, com- 
paring with 7 hr. 35 min. by the * Golden Arrow ” route. 


° * * * 


McNamara & Co. Ltd. 

The directors of McNamara & Co. Ltd. have issued a circular 
to ordinary stockholders pointing out that the company’s con- 
tract with the Postmaster-General for the carriage of mails 
expires on September 30, 1949, that the restrictions in ihe 
Transport Aci aflect seriously the power of the company to 
use its fleet and assets to the best effect, and that these restric- 
tions will be felt more seriously when the contract with the Post 
Office expires. The company is not subject to compulsory 
acquisition by the British Transport Commission, but it is 
open to it to require the Commission to take over the under- 
taking on terms to be fixed in accordance with the Act, and 
it is open to the company to negotiate with the Commission 
terms for disposal of all or part of its undertaking. After 
careful consideration the directors are of the opinion that they 
should be free to take any course open to them under the 
Transport Act, and that they should feel assured that any 
terms they may arrange, which in their view are in the best 
interests of the stockholders, will have the backing of the 
stockholders and their full confidence. For this reason they 
have called an extraordinary general meeting for today (Friday) 
at which a resolution will be considered authorising the direc- 
tors to negotiate with the Commission and giving the directors 
discretion to make any arrangement for the sale of the under- 
taking to the Commission without reference back to the 


stockholders. 
* * * * 


Uruguayan Railways Future 

Under the terms of the Anglo-Uruguayan payments agree 
ment a British official delegation is to open talks in Uruguay 
by the middle of this month on the purchase of the British- 
owned railways. The mission will consist of Mr. Walter Simon, 
of the Treasury, and Mr. F. F. J. Powell, of the Bank of 
England, both of whom have considerable experience of Latin- 
American affairs. It is honed that the payments agreement 
will be ratified shortly. The Uruguayan sterling balances total 
£17 million, and provision is made in the agreement for releases 
for the purchase of the railways and other utilities. A second 
mission is also to take part in the discussions in Uruguay. 
This consists of Brigadier-General F. D. Hammond, Chairman 
of the Ceniral Uruguay Railway, Mr. H. H. Grindley, Resident 
Director of the railways in Uruguay, and Mr. H. J. Binder, 
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a Director of the Midland Uruguay Railway and Uruguay 
Northern Railway, which are subsidiaries of the Central 
Uruguay Railway. 

* * ok . 


Electric Traction on the Southern Railway 

Although the paper with the above title read on Novein- 
ber 6 to the Institution of Electrical Engineers by Mr. C. M, 
Cock, Chief Electrical Engineer, Southern Railway, dealt 
mainly with progress up to 1939, the author extended his 
remarks to embrace the two electric locomotives introduced 
during the war. Speculation on the details of these machines 
has attributed some remarkable qualities to the flywheel 
motor-generator sets, and Mr. Cock’s brief account «and 
diagram of the control circuits therefore is timely and welcome. 
It will be seen from our report of the paper this week that 
each generator is in series across the 660-V. supply with three 
traction motors, so that in normal circumstances it serves 
either to boost or oppose the motor voltage, according to its 
field excitation. At gaps in the conductor rails, the gene- 
rators continue to run under the influence of their 1-ton fly- 
wheels. and continuity of supply to the traction motors is 
thereby assured. This arrangement. adopted to solve the con- 
ductor gap problems in a third rail electrification, has the im- 
portant characteristic of permitting the control of d.c. traction 
motors with 26 running notches. Mr. Cock’s paper as a whole 
is likely to become a standard source of reference on the 
details of the extensive and successful electrification of the 
Southern Railway. 

* * * * 

Advancing Diesel Knowledge 

\ large part of the credit for the astonishing spread of 
diesel-electric traction on American railways must be given to 
the enterprise of the diesel manufacturers. Of this, another 
example has been given recently. In the latier part of June, 
the Diesel Engine Manufacturers’ Association, representing 21 
of the principal diesel-building firms, organised a course in 
Chicago which was attended by more than sixty professors of 
diesel engineering, drawn from colleges and universities in all 
parts of the country. The purpose of the course was to advance 
the knowledge of diesel engine design and operation throughout 
the teaching profession in schools of engineering. There were 
conducted tours of production, test, and research facilities at 
the works of two of the principal U.S.A. diesel locomotive 
builders, and at a final session, held to crystallise the observa- 
tions of the week and to discuss matters relating to diesel 
engine study, the manufacturers offered the professors various 
forms of co-operation in their educa.ional programmes. This 
is a reminder that Electro-Motive, the biggest producer to date 
of American diesel locomotives, has regular courses of instruc- 
tion, at its Chicago works, for railwaymen responsible for 
operating and maintaining its locomotives, and of the trouble 
taker by this firm, in sending the first main-line diesels to 
Mexico last year, to ensure that all those who would be re- 
quired to handle and service these locomotives were fully 
educa ed in advance to make the best possible use of the new 


motive power. 
* * * * 


L.M.S.R. Precast Concrete Roundhouses 


Several types of roundhouses are in use on the L.M.S.R. 
The earlier design, having a central turntable with radiating 
roads enciosed in a square structure. has a disadvantage in that 
many of the roads are short. and to overcome this, a design 
was prepared for a shed forming a complete circie round the 
turntable and having 32 roads of equal length. Work on these 
sheds, held up by the war, was begun in 1945, and two sheds 
built at Leicester and Carlisle are described and _ illustrated 
elsewhere in this issue. It was found that sufficient standardisa- 
tion could be achieved by using precast concrete units to 
justify the production of the special types required. The roof. 
generally, is similar to that provided on straight sheds, though 
the turntable roof is not covered, protection for engines being 
provided by cantilevering the roof beyond the roof supporting 
columns. All roads are provided with pits 78 ft. long, built 
up from 6-ft. precast concrete units, and drainage is taken out 
through the side wall of the pit into a sump between the tracks. 
Special fluorescent lighting troughs are inserted. The floor of 
the shed is of in situ concrete 7-in thick. The erection of the 
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10.000 odd units at Carlisle was completed in nine months, 
despite delay due to bad weather, and the average labour force 
was 27 men. It is hoped to refer to L.M.S.R. experience 
in the reconstruction of engine shed roofs in precast concrete 
in a later issue. 


* . * * 


The Measurement of Railway Curves 

In British railway practice, it is usual to describe a curve 
by the length of its radius, expressed either in feet or chains. 
A similar procedure is adopted in other European countries, 
although the unit of measurement is the metre. On the other 
hand, on Colonial and American railways, a curve is desig- 
nated in terms of the number of degrees in the angle at the 
centre subtended by a chord of 100 ft. The difference 
between the two systems is so fundamental that the following 
ready means of conversion from one to the other is of con- 
siderable value:—If the circumference of a circle is composed 
of 360 sections of 100 ft. each, every section will subtend an 
angle of 1 deg. at the centre; and the radius of the circle will 
be 5.730 ft. Thus, a I deg. curve has a radius of 5,730 ft. It 
follows that the American notation can be expressed as a 
radius in feet by dividing 5,730 by the number of degrees in 
the subtended angle. Conversely, a radius measured in feet 
can be expressed as a degree curve by dividing 5,730 by the 
radius. In each case it is a simple matter to convert feet into 
chains or metres. 


* * * * 


New 4-6-4 Tank Engines for South America 

The 4-6-4 tank locomotive has had a chequered history, and 
the British examples now have disappeared, though they 
included the largest tank engines in the country. As with 
many other types, the pioneer examples of this wheel arrange- 
ment appeared in Ireland, where the Donegal Railway had 
acquired four from Nasmyth, Wilson & Co. Ltd. in 1904, 
Later came the Tilbury and Brighton tanks of the pre-1914-18 
era: after 1918, the Furness. Glasgow and South Western, and 
L.M.S.R. engines were developed, the weights of which scaled 
up to 100 tons. As originally built, the Brighton tanks had 
helical springs only, and more or less bounced along; but this 
soon was remedied, and the re-sprung engines were perhaps the 
most successful of the British 4-6-4 tank designs. | Elsewhere, 
even larger 4-6-4 tank locomotives have been used sucessfully, 
for example the 115-ton three-cylinder broad-gauge engines 
of the Buenos Ayres & Pacific Railway; the 120-ton engines 
of the Reichsbahn; and the massive machines—together with 
some 4-6-6 tank locomotives—used for suburban traffic in the 
New England states. Other well-known types are Crosthwaite’s 
Bangor-line engines on the Belfast & County Down Railway, 
the Netherlands Railways four-cylinder class, and the New 
South Wales engines which worked the Sydney suburban traffic 
before electrification. The latest engines of this wheel arrange- 
ment are two of modest proportions built by the Hunslet 
Engine Co. Ltd., for the standard-gauge British Guiana Rail- 
way. and described elsewhere in this issue. 

* * * o 


Mistakes and Consequences 


A quotation from the poets speaks of the large number of 
those “who all day long are doing something rather wrong.” 
Allowing for the exaggeration of poetic licence, this remark 
is not widely inaccurate, and the fact that its truth is not 
more often recognised is explained by the ease with which 
the average man can conceal or divert attention from his mis- 
doings. It is only for a few that the consequences of a 
momentary confusion of judgment are disastrous. For the 
rest, their errors are either swiftly forgotten as new and worse 
ones become the passing scandal of the day, or the disclaiming 
ot responsibility is elevated into an elaborate game that must 
be kept going at all costs. An explanation of a fault is 
demanded, but there would be a disagreeable sensation if the 
reply were simply, “I made a mistake.” This would deprive 
the righteous too swiftly of their triumph, and cause an alarm- 
ing slump in red herrings. The present state of society, with 
its leaning towards huge organisations in which it is impos- 
sible to say who may be implicated by a rash admission, is not 
favourable to a call for a return to the days of George 
Washington. 
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Nationalisation and Discipline 

NE aspect of the impending nationalisation of British 
railways which is less unwelcome than most is the fact 
that it is forcing some of the trade union representatives to 
face up to realities. So long as nationalisation of basic indus- 
tries was no more than a political talking point, it was fairly 
easy to paint roseate pictures of a workers’ Utopia, and to in- 
dulge in dreams of benefits to accrue when the coal mines or the 
railways, or whatever the industry in question happened to be, 
was “owned by the workers.” In the coalmining industry 
there is little doubt that the miners are now in process of being 

awakened, in some cases rather abruptly. 

Railway workers are having some of their fancies dissipated 
before the actual date of transfer of the systems to the State. 
In our issue of October 17 we drew attention to some very 
pertinent comments on undiscipline on the railways which had 
been made in the Railway Review, the organ of the National 
Union of Railwaymen. In a later issue of the publication a 
return is made to similar points and some very interesting 
comments are made. Not the least of these is u fact that has 
been noted in non-trade union circles for many years. The 
Railway Review, perhaps rather naively, states that “to the 
outside observer it must appear passing strange that those who 
are united in demanding that their industry shall be taken 
into public ownership and control ... are completely dis- 
united so far as their own trade union organisations are con- 
cerned. They want one industry under one ownership, but 
with many competing unions.” 

It continues by saying that “it is not an exaggeration to say 
that the labour and trade union movement has been very 
seriously handicapped in the past because of the reluctance 
of its leaders to tell the people the truth. They have been 
afraid of the reaction of their adherents, and in consequence 
they have trimmed their sails, or indulged in half-truths or 
evasions. Let it be clearly stated here that at the present time 
there is less unity among the principal competing unions in 
the railway industry than there has ever been, and this at a 
time when a changed situation absolutely demands the maxi- 
mum unity and accommodation for each competing point of 
view.” 

It is refreshing to find these facts stated so clearly and so 
bluntly, and one might venture to wonder if perhaps one of 
the reasons which have resulted in the present afflictions from 
which the country is suffering has not been the projection 
upwards of these admitted trade union deficiencies into the 
very Government itself, which, of course, has close trade union 
affiliations. A little more truth telling, a little less evasion, a 
little less fear of the “reaction of their adherents,” and a lot 
more unity and accommodation for each compeiing point of 
view, would have done much to have offset the worst of the 
troubles now facing the nation. 

On the immediate point, however, of the railway trade unions 
and their reaction to nationalisation, the Railway Review em- 
phasises that disunity has been caused partly by the personal 
vested interests which often weighs against the wishes of the 
masses, to say nothing of the internal jealousies fostered through 
the years, and it finds that without the eradication of these 
faults it will not be possible to bring a successful national 
transport system into operation. It asks, and apparently dees 
not expect an affirmative answer, whether the three railway 
unions have one agreed plan of action, whether the member- 
ship has been advised of the part it must play in the new 
scheme, whether members of the unions have been told that the 
strictest discipline will be necessary and that unconstitu- 
tional action, whatever the provocation, must be avoided at 
all costs. 

The article ends with a warning that the present economic 
conditions are not encouraging. Railway revenue is falling. 
There is the possibility of redundancy arising from reorganisa- 
tion, and it follows that the leaders will have to be extremely 
skilled as well as united, and that the rank and file will sur- 
vive only if they are self-disciplined. A real testing time and 
not, as so many foolish persons imagine, a time for taking 
ease, it is stressed, now faces the industry. Finally, it points 
out that it is also worth while remembering that the recently 
passed Transport Act lays it down that the industry must be 
self-supporting. 














Losses on Railways 


R. ALFRED BARNES, the Minister of Transport, recently 

told a questioner in the House of Commons that “the 
railways paid out £2,525,405 in respect of 641,389 claims for 
articles lost or stolen in the year 1945 as compared with 
£180,462, in respect of 151,426 claims in the year 1938.” This 
represents an increase of over £2,000,000 in railway claims pay- 
ments for goods which were lost in transit, pilfered, stolen, or 
went astray. One of the most unpleasant issues which the 
railways and other transport undertakings have to face is the 
abnormal increase in claims payments. The effect has been to 
cast grave reflection on the good name of transport services 
and their employees. 

The need for rigid economy in packing materials has meant 
that inferior and unsuitable packing is frequently used, which 
results in valuable commodities becoming exposed during tran- 
sit, and failure to remove old labels also causes claims and 
delayed deliveries of goods. Apart from these factors, large 
scale attempts have been made to rob and defraud carriers of 
goods entrusted to them for conveyance. The increased attrac- 
tiveness of rationed commodities, the activities of Black 
Marketeers and receivers are other factors which have added 
to the problem. 

Railway police and railwaymen of all grades are actively 
collaborating and have redoubled their efforts in a variety of 
ways to deal with the situation, with the result that a greater 
number of detections and arrests has been made. By no means 
all the pilfering is attributable to railway servants. Very many 
thefts have been traced to men who are not railwaymen 
but who must of necessity have access to railway premises and 
are conversant with goods and passenger traffic working. To 
detect these irregularities is difficult. Again, railways 
occasionally have the unwelcome attention of delinquent chil- 
dren lacking parental control who attempt to raid goods yards. 
A common occurrence is for a thief to mix with passengers 
on railway platforms and walk off with a package or piece of 
luggage. 

The assistance of every railway employee is being sought 
to reduce claims and avoid the hours of work spent tracing 
and tracking down losses which sabotage the effort, labour, 
and skill so necessary for national recovery. The drive for 
more production, on which the economic life of the country 
depends. demands extra and sustained effort from the railway 
industry ne less than from the vroductive industries. The 
railways therefore have taken steps to impress on their staffs 
that while it is the job of the productive industries to turn out 
more and more goods, it is the job of the railway industry 
to carry the goods—and to carry them safely. An article 
ruined on its way to its destination means a waste of the skill 
and labour put into its manufacture and a waste of precious 
raw materials. Railwaymen, it is pointed out, can cut down 
waste of output substantially if they take care in handling 
goods: see that goods are securely stowed in the wagon; see 
that goods are loaded in the right wagon; avoid hollow-sheet- 
ing; see that wagon sheets are sound, and that any defective 
sheet is sent in for repair; and avoid rough shunting. 


* . * * 


Using the Key 


HE recent serious collision at South Croydon, caused by 

a signalman, on his own admission, making a false use of 

the releasing key, thereby destroying the protection afforded 

to the standing train by the Sykes apparatus, has given rise 

to a great deal of comment, especially among those unfamiliar 
with the type of signalling concerned in the case. 

The conditions under which a signalman can “ plunge,” as it 
is termed, to accept a train, vary from one locality to another 
and involve details connected with the Sykes working beyond 
the scope of the present remarks. Although usually associated 
in people’s minds in this country with the Sykes system of 
block, the “key” is found necessarily, in some form or other, 
in all lock-and-block systems, as a consequence of such 
systems involving the carrying out of certain operations in a 
definite sequence. 

The expression 
the Sykes system. 
gency releasing device is an actual 


“key” came into general use because in 
in the majority of installations. the emer- 
key, which has to be 
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inserted and turned in the apparatus, but anything enabling 
the sequence of operations to be interrupted is the equiva- 
lent of this key. For example, in the Spagnoletti installations 
it usually took the form of a box like a fire-alarm, the 
signalman having to break a glass or cardboard mask to 
obtain access to a releasing button, but in principle the two 
things were the same and, of course, the key could be kept 
in such a box. 

Many have suggested that it is the height of absurdity to 
provide apparatus to prevent a man from clearing his signals 
irregularly and then give him something by which he can 
destroy its effectiveness. This is undeniably correct, as far as 
it goes, and is at least a warning, first against providing such 
a thing short of unavoidable necessity, and secondly against 
noi doing everything reasonably possible to prevent thoughtless 
recourse to it. 

Actually, there are two aspects of this problem which are 
frequently confused. Something like this may be necessary 
to provide for the case of a train genuinely being cancelled, 
or to provide against the difficulties which arise when some 
failure occurs. There is no danger in going through a genuine 
cancelling operation. There have been accidents caused by 
signalmen getting at cross-purposes on the telephone and can- 
celling with a train—say, one which has broken down—still 
in the block telegraph section, but this danger can be elimi- 
nated, and has been in more modern lock-and-block equip- 
ment, by making it impossible to cancel the accepting con- 
dition of the block apparatus once a train has actually entered 
the section. To do this with the old Sykes apparatus. however. 
would involve appreciable additions and alterations, and as 
its life is now limited, in consequence of the gradual exten- 
sion of modern methods of signalling, such proposals now can 
have only a passing interest. 

When we come to consider the case of failures, the effect of 
which varies with the different systems, the question assumes 
another aspect. It might be thought that a failure could be 
left as a failure, until put right by the maintenance staff. 
but the problem is not so simple as that; with apparatus 
arranged to work in a sequence, a failure does not remain 
limited to the place where it occurs. It repeats itself, with 
each train, one stage further forward or back, according to 
the type of failure and kind of apparatus, until someone can 
arrive and put the mechanism to rights. If the key were 
to be taken away altogether—as it was on the old Waterloo & 
City line—a failure somewhere would speedily result in a 
whole series of locked signals, which nobody but the mainten- 
ance staff could restore to working order. 

These difficulties become accentuated when, as in Sykes’s 
system, backlocked levers may be involved, and indeed these 
backlocks raise some. even in the case of a genuine cancel. 
Ali lock-and-block systems, therefore, are faced with this 
problem, which becomes greater where an attempt is made 
te cover local movements within station limits, junction move- 
inents, etc., as again applies in the old Sykes system. If only 
block section protection is attempted, as in the French electro- 
semaphore block, or in places where, as in Germany, the block 
ends and begins again at station limits, the working inside them 
being dealt with separately, much greater security against a 
mistake can be obtained. 

In France, too, the separation between the “ block” signals 

the electro-semaphores—and the “interlocking” signals, 
which seems so peculiar to us, has the great advantage that 
the sequence of the block operations is not disturbed by some 
unusual movement, as, for instance, when an approaching 
train has to stop out of course to put off a defective vehicle. 
In France, with the electro-semaphore block, this can be 
done without affecting the block in any way, but in England 
with, say, the Sykes block, the entire sequence of operations 
becomes at once upset and the key has to be resorted to, not 
only at the station concerned but frequently also at the one 
in advance. 

In those cases, however, where a train arrives and is shunted 
clear of the main line, it is necessary with the electro-sema 
phore block to clear the section in rear without first blocking 
the one in advance. which ordinarily is compulsory, and in 
that case the stationmaster, and he alone, can actuate a dis- 
connecting device (commutateur de désolidarisation) 
which permits of that being done. 

In all these systems, therefore, in varying degree, according 
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to the precise way in which the apparatus functions, some 
arrangement must be provided to cope with the effects of 
partial or unexpected traffic movements and restrict the repe- 
titive effect of a failure. The problem thus resolves itself into 
limiting the use of any such device to the strictly indispensable, 
and then, if practicable, preventing a signalman from resorting 
to it at the wrong time, or, if that cannot be accomplished 
absolutely, at least imposing such a check upon his actions 
that, should he be under a delusion, acting thereon jis rendered 
difficult. 

It is not an easy problem to solve. Suggestions were made 
long ago, and carried into effect in some installations, making 
the use of the “ key” dependent on two signalmen co-oper- 
ating and if this is combined with some control preventing 
cancelling after a train has entered a block-telegraph section, 
almost complete security against a blunder can be obtained, 
but without such control a mistake is still possible, as certain 
accidents have proved. 

To control the use of the key in station limits presents 
greater difficulties, but the proper course would seem to be— 
and this is doubly necessary in foggy weather—to require the 
co-operation of another person belonging to the platform staff. 
If the unfortunate man at Croydon had been obliged to ob- 
tain the consent of some person on the platform before he 
could free the home signal lock, that person would at once 
have told him that a train was waiting there, and it is, on the 
face of it, nonsensical that the very man who is under the 
delusion that a train has gone, when it has not, should have 
in his uncontrolled hands the means of destroying the pro 
tection, to give which elaborate apparatus has been provided. 

The fact that some boxes are away from stations is no 
reason for not getting as much protection as possible at those 
that are not. The risk of trains in stations being forgotten in 
fog is not inconsiderable. and, in fact, the worst accidents 
following misuse of the “key ” have occurred in such cir- 
cumstances and would have been prevented had the station 
staff been required to co-operate in obtaining the release. 
Two examples were Waterloo Junction and West Hampstead. 

The extension of colour-light signalling and track circuit 
has caused these problems to recede into the background and. 
with the approaching disappearance of the old form of Sykes 
block, their urgency has practically ceased, but it is greatly 
to be regretted that in the past the key, or its equivalent, was 
too frequently accepted as a necessity, without any very seri- 
ous endeavour being made to reduce the risk of misuse to 
the very minimum, leaving it free, almost everywhere. to be 
resorted to on the responsibility of one individual, and that 
individual the very one who, directly he falls under a misap- 
prehension, is the most dangerous person to exercise it and 
stands in dire need of some outside judgment to recall him to 
the realities of the situation. 


bl * * * 


The Work of an American Railway 
Laboratory 


i 1929 the Chesapeake & Ohio Railway built its notable 
chemical, metallurgical, and physical testing laboratories 
at Huntington, West Virginia, with the main objects of gain- 
ing better control over materials and supplies purchased for 
the system and of conducting researches into their selection 
and use. The company justifiably can feel well rewarded by 
the invisible dividends paid by this establishment, for now 
it not only ensures that all purchases of supplies, equipment, 
and fuel conform to specifications, but also it can point to a 
long list of items from which many failures have been elimin- 
ated by scientific research. 

A recent article in our American contemporary, the Railway 
Age, publishes an impressive list of the problems attacked 
through the medium of this organisation. Many locomotive 
and wagon failures have been eliminated, coupling rods re- 
designed, and data provided for the selection of the most 
suitable materials for the construction of coal wagons. The 
service life of wagon axles and couplers has been extended, 
and journal box packing reclaimed; more accurate control over 
the heat-treatment of steel members has been achieved; and 
better methods for the cleaning of locomotive parts have been 
developed. The most efficient fire-retarding treatment for 
structural timber also has been determined, and many other 
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processes and devices for promoting safety and economy in 
railway operation have been worked out. 

Consistent progress made during the eighteen years’ exist- 
ence of the laboratories has brought them now into the front 
rank, and today they are among the best equipped in the 
country. The equipment comprises high-temperature furnaces 
for determining the carbon content of iron and steel by com- 
bustion; calorimeters for ascertaining the calorific value of 
coal; a furnace for determining the fusibility of coal ash; and 
paint spray booths for preparing paint panels for exposure in 
accelerated “ weatherometers” in conjunction with test racks 
for outside exposure of panels on the laboratory roof. Centri- 
fuges also are provided for analysing paints and complete 
equipment exists for analysing and testing all lubricants. 
Equipment is available for testing and analysing all types cf 
wood preservative, fire-resistant treatments for materials, and 
fire-resisting paints. 

The metallurgical laboratory has a research metallurgical 
microscope, a specimen mounting press, belt grinder, automatic 
and manual polishing machines, and 8 in. x 10 in. view 
cameras. This department also supervises the control of the 
heat treatment of locomotive forgings, rivets, rails, and so on. 

A dark room for photographic purposes is attached to the 
laboratory for the investigation of failures of material and for 
aid in the determination, where possible, of the cause of 
failure. 

The physical testing laboratory is equipped with tensile, 
compression, and bend-testing machines, hardness testers, a 
fabric tester, a ball-bearing testing machine, and one 60,000 lb. 
and one 1,000,000 Ib. testing machine. The latter is 27 ft. 
high and has a clearance of 19 ft. between the jaws; with its 
aid many of the outstanding investigations conducted in the 
laboratory have been performed. 

In an attempt to provide better steel for coal wagons (the 
company owns no less than 58,895 such vehicles, as coal forms 
77 per cent. of the total tonnage hauled) a research was initiated 
into materials of construction. The atmospheric corrosion, the 
chemical action of acid exuding from the coal, and the abrasive 
action constitute difficult problems. A rotary machine was de- 
vised to simulate the worst conditions of abrasion and moisture 
in a coal wagon and tests extending over four years have been 
carried out. 

Some of the laboratory’s most valuable researches relate to 
the balancing of locomotive connecting rods. The large testing 
machine is fitted with a special device for enabling the rod 
under test to be swung through an arc of 20 deg.; the time 
for 50 double swings then is recorded. When sufficient data 
have been recorded, the correct revolving weight of the back 
end of the rod can be calculated. 

A method has been devised in the laboratory for inspecting 
wagon axles overheated in service, and the procedure followed 
makes it impossible for axles which might be liable to failure 
through previous overheating to be returned to service. Stress 
analyses have been made of various locomotive and wagon 
parts. The large testing machine has proved invaluable again 
in providing tensile and compressive loadings to coupling rods 
suspended in it, and strain gauge readings have been recorded 
during the tests, which have enabled the rods to be redesigned 
to eliminate failures and to reduce weight. 

In the heat treatment of locomotive forgings, the forging 
first is normalised and a specimen taken for examination of the 
microstructure. If the structure is satisfactory, the forging 
is tempered and tested: if not, it is re-normalised and again 
examined. This procedure is repeated a maximum of three 
times when necessary. 

An experimental boiler has been made for use in investi- 
gations into caustic embrittlement in steam boilers, and into 
the relation between stress in the boiler metal and the develop- 
ment of failure under specific solution conditions. These tests 
have added greatly to the knowledge of these failures, and have 
suggested suitable means of correcting the conditions giving 
rise to them. 

A method of fusing the bronze to the steel backing metal 
of locomotive driving axleboxes in the bronze pouring opera- 
tion also has been developed by the laboratory staff, and is 
proving successful in preventing bronze side Jiners from be- 
coming loose and falling off while in service. This method 
eliminates the system of dovetails and plate screws formerly 
used, and shows an appreciable saving in materials and labour. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Colonial Railways in New Development Plans 


Kensington, London, W.8. October 31 
To THE Epitor OF THE RAILWAY GAZETTE 

Sirn—Your article in The Railway Gazette of September 
26, on the subject of “ Colonial Railways in New Development 
Plans,” suggests the holding of periodical conferences by 
Colonial General Managers. 1 consider that the idea has 
much in its favour, but what is equally important is that 
Colonial Chief Mechanical Engineers and Chief Civi! Engineers 
should hold similar conferences. In the case of the former, 
especially, the possibilities of standardisation in locomotives 
and rolling stock could be discussed fuily, and, if agreement 
could be reached to standardise even on a few items only, the 
henefit to the manufacturers in the United Kingdom, and to 
those officials responsible for arranging for indents and tenders, 
would be enormous. 

As things stand at present, the mechanical department of one 
Colonial railway has little or no idea of what comprises the 
rolling stock of another, and there appears to be far too much 
tendency to stick to “pet” designs, said to be indispensable 
to one particular railway, while another may be using some- 
thing equally as, or more, suitable, and which involves much 
less difficulty in ordering and in production. 

In these difficult times, when the rolling stock of most rail- 
ways has been reduced, by overwork and under-maintenance, 
to a level of efficiency which, at times, becomes alarming; 
and when, in consequence, replacements and spares are re- 
quired so urgently. it is imperative that the suppliers of such 
replacements and spares should be relieved of all possible 
difficulties and hindrances. The best way to ensure this is to 
make indents for each item as large as possible, and to avoid 
the ones and twos, which, by a little organisation and inter- 
Colonial consultation, might be made into one hundreds or two 
hundreds. Apart from all this, there is the added interest arising 
out of comparison of results, which would undoubtedly form 
part of the inter-Colonial discussions. 

Yours faithfully, 
MECHANICAL 


Streamline Enterprise Pays 


Frognal, N.W. October 20 
To THE EDITOR OF THE RAILWAY GAZETTE 

Sir,—An editorial note in your October 17 issue says that 
the Pere Marquette streamliners between Detroit and Grand 
Rapids are paying handsomely. The proof furnished is an 
increase of 80 per cent. in passenger receipts since the new 
trains started. Not a word is said about working costs, 
though these must be high for several reasons:— 

(1) Six diesel trips are made daily instead of four steam 

trips; 

(2) The two diesel engines and 14 streamline coaches cost 
$1,472.000, so that interest and depreciation charges 
will be heavy; 

(3) Maintenance will be an expensive item. (If each train 
set is to run 456 miles a day, the diesels and the 
coaches, with their complicated equipment. will 
require constant attention by skilled mechanics); 

(4) A spare locomotive will be wanted sooner or later and 
will cost $175,000; 

(5) More money will have to be spent on the permanent way 
and signalling to ensure safe running at high speed. 

What one would like to see is a statement of the net receipts 
from the streamliners when the whole of the costs due to their 
installation are taken into account. 

The Pere Marquette is a freight railway of 1.900 miles, 
working a few passenger trains over 900 miles of its system. 
In 1946 its passenger receipts were only 5 per cent. of its total 
operating revenues. Passenger train-miles were no more 
than 1,254,000, representing the passage of barely four trains 
a day over the average mile open for passenger working 

The Chesapeake & Ohio, which acquired control of the 
Pere Marquette in 1929, put the streamliners into action as one 
step in its programme for improving passenger train services, 

partly on the principle that ~ passenger service, by building 
owe! public goodwill for your railroad, is also an indirect and 

valuable aid in obtaining an increased share of freight traffic.” 


The P.M. lines give the C. & O., which earns nearly 90 per 


cent. of its operating revenues from freight, access to the manu- 
facturing centres of Michigan and the train-ferry routes across 
the Lake, so that the streamliners are a fine advertisement for 
the predominant partner, but they are not doing much to stop 
the headlong decline in passenger receipts. 
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For the first seven months of 1947, the C. & O. passenger 
revenue. including the P.M. receipts, was down 36 per cent. 
compared with the corresponding period of 1946, whereas its 
freight revenue for the same period was up 38 per cent, 
The freight revenue was 23 times the size of the Passenger 
revenue. “Coal trains pay” is a safe slogan, for the C. & O. 
forwards 22,000 wagens of coal every week and hauls them for 
nearly 300 miles on an average, but, in the absence of an 
accountant’s certificate, there is room for doubt about “ stream- 
line enterprise pays.” 

Yours faithfully, 
K. BEL! 


Perambulating System of Direct Loading 


London & North Eastern Railway, 
Dorset Square, London, N.W.1. October 30 
To THE Epiror oF THE RAILWAY GAZETTE 

Sir,—I was very interested to read the article “G.W.R. 
Zonal Goods Orginisation” in your issue of October 24, and 
observe that the perambulating system of direct loading is 
claimed as a new method of working. 

You may be interested to know that this system of direct 
loading from road vehicle to rail wagon, and direct unloading 
from rail wagon to road vehicle. has been in operation at 
Doncaster Marshgate for more than 25 years. Indeed, no 
other method is possible, as the depot, which deals with 
tranship, railhead. and town C. & D. traffic, is not equipped 
with a poe handling shed or platforms. 

I might also add that the direct loading of outwards traffic 
has been the practice at Newcastle Forth for many years, and 
there is a number of other L.N_E.R. stations where the system 
has been used in part. . 

Yours faithfully, 
GEORGE Dow, 
Press Relations Officer 


Locomotive Boiler Experiments 


c/o PRISC., 
Foreign Office (German Section). October 25 
[TO THE EDITOR OF THE RAILWAY GAZETTE 

Sik,—Both your correspondents, Mr. Cook and Captain 
Robinson [see our October 3 and 24 issues.—Ep.. R.G.] agree 
that the two L.N.E.R. boilers fitted with Type “EE” super- 
heaters showed little improvement over standard boilers, and 
Captain Robinson explains that this was because they were 
not worked to capacity. 

Mr. Cook’s remark that boilers fitted with enlarged Type 
“A” superheaters and higher boiler pressure also showed no 
improvement indicates that the fault lay in the engine rather 
than in the boiler. The cylinders were not extracting the extra 
heat supplied by the boiler. 

Captain Robinson makes a strong case for the use of Type 
*E” superheaters for heavy work, and his arguments would 
apply also to cases where boiler diameter is limited by axle 
loading. When he states that evaporative surface is greater 
where Type “E” is used, he doubtless means capacity, as in 
the example he gives the surface is slightly less. But there 
seems no doubt that the boiler circulation is better and the 
heating surface more efficient where it consists largely, if not 
wholly of 34-in. flues spaced at } in. Further, there is the 
cardinal advantage of increased gas area through the boiler, 
which amounts to anything up to 10 per cent. and is particu- 
larly marked in bad water districts, where tube spacing must 
in any case be wider than normal. In these districts two 
further advantages accrue: the swaging-of the flues gives 
increased water space just where sealing is worst, and with 
priming water, the large area through the superheater reduces 
choking of the steam supply through scale forming in the 
elements. 

There are two other roints: it has been voted that there 
is a quicker build-up of superheat temperature when getting 
away, making the “E™ type preferable on stopping service 
or on crowded single tracks; and the flues keep remarkably 
free from ash—freer than where the Type “ A” is used. 

But the main advantages of the Type “E™ superheater are 
those described by Captain Robinson. As to the disadvantages : 
first, cost and weight are somewhat greater, though the weight 
is mainly at the front of the engine, which is a mitigating 
factor. Also there are more elements to maintain, but this is 
counterbalanced to some extent by reduced flue maintenance. 

It was for these reasons that the Type “ E ” superheater was 
applied widely on the Chinese National Railways. But we 
would, I am confident. all be glad to hear more of the matter, 
especially from users in Canada and the U.S.A. 

Yours faithfully, 
K. CANTLIE 
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The Scrap Heap 


HELPING THE HARVEST WORKERS 
On behalf of hundreds of volunteer 
agricultural workers from the Little 
Hamden, Bucks., Agricultural Camp, a 
Jetter has been sent to the stationmaster 
at Great Missenden Station (Metropolitan 


& G. C, Joint Line) thanking his staff 
for their kindness and _ co-operation 


throughout the summer months. Every 
Saturday for the last six months, hundreds 
of men and women—typists, clerks, 
school-teachers, factory workers, and shop 
assistants—have been arriving at Great 
Missenden Station on their way to the 
camp. They’ have given’ invaluable 
help to local farmers, from the start of 
hay-making in June until the last harvest 
load was carried at the end of September. 
The letter—sent by the Buckingham War 
Agricultural Committee—says: “Both 
volunteers and staff appreciated the co- 
operation so kindly given.” 
” * * 


100 YEARS AGO 
From THE RAILWAY TIMES, Noy. 6, 


THE FINANCIAL CRISIS. 
To the Chancellor of the Exchequer. 

Sir,—The infamous tergiversation of the editor 
of the Times, on the Railway Question, was the sub- 
ject of my letter to you of the 13th ult. 

His equally diabolical conduct on the deficient 
harvest of 1846, will be instantly perceived on 
perusing the following extracts from his polluted pages 
in October of that year, and there is no doubt that 
they were the chief cause of the reckless speculation 
incorn, and consequently the origin of the awful 
ruin which has befallen so many of our merchants 
and manufacturers :— 

Times of 9th October, 1816:—‘* How are the 

twenty-five millions of these islands to be carried 
through this twelvemonth, and safely into the middle 
of the next, on a seriously insufficient store, which 
it appears impossible in the meantime to replenish ?’’ 

Times of 12th October, 1846 :—** At this moment 
the question of the world is, where is food to be 
procured? For the next year, and the year after, 
and it is impossible to say how long, it is now 
evident that the great difficulty of these islands will 
be a supply of food adequate to our increasing num- 
bers, our improving habits, and our growing enter- 
prise. ‘ 

‘* It is ascertained beyond the shadow of a doubt 
that our crops, as a whole, are insufficient ; and there 
is not the least chance of considerable assistance 
from any foreign quarter. 
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THE RAILWAY GAZETTE 
THE L.P.T.B. Figures ir OuT 

A poster campaign designed to give 
Londoners the facts and figures of London 
Transport has been launched at all Under- 
ground stations. Its slogan is “ London 
Transport at London's Service.” 

Sample fact: L.P.T.B. has 3,700 railway 
cars, 6,900 buses and coaches, and 2,600 
trolley-buses and trams. Sample figure: 


Passengers make an annual total of 
4,300,000,000 trips on all L.P.T.B. vehicles. 
+ * * 


SCOTTISH RAILWAYS AND “ GROUPING ” 

With reference to the points made by 
Mr. R. E. Muirhead in a letter to The 
Scotsman, reproduced in our October 31 


issue, a reader writes:—*I like Mr. R. E. 
Muirhead’s * our Scottish railways * on page 
487. Why, the Forth Bridge is only 30 


per cent. North British! There would have 
been no decent trains out of the Waverley 
if it hadn’t been for the East Coast and 
Midland N.B. joint stock. Both the East 
Coast and the West Coast English com- 
panies had running powers to Perth and 
Glasgow. As far back as the 1860s the 
East Ccast companies had their own car- 
tage staff in Glasgow. Later on they sup- 
plied most of the covered vans for dead 
meat from Scotland to the London Mar- 
ket. Berwick station was a disgrace until 
ithe London & North Eastern rebuilt it. 
When the North British claimed to haul 
eight through passenger trains a day be- 
tween Berwick and Edinburgh, at the end 
of the last century, it soon found that it 
hadn’t the locomotives for the work and 
agreed in 1904 to pay the North Eastern 
for doing it. ‘Our railways, indeed! °” 
* * * 
L.N.E.R. TENDER TANK ENGINI 

What is believed to be the only British 
example of a tender tank engine operates 
on the Lauder goods branch of the 
L.N.E.R. (leaving the main line at Foun- 
tainhall Junction, between Edinburgh and 
Galashiels). To meet the statutory axle 
loads, ex-Great Eastern Class “J67” 
0-6-0 tank engine No. 8492 runs with its 
side tanks empty, and to it is attached a 
six-wheel tender off a “J 36” class loco- 
motive to carry the water supplies. 
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State (Railway) Secrets 

January the First is Vesting Day, on 
which the British railways pass from 
private ownership to the State. And up to 
now not one of the four main-line com- 
panies knows exactly what the passing will 
mean to it. 

The companies will become nationalised 
with the Minister of Transport working 
through the British Transport Commission 
and the newly appointed Railway Executive 
at the head of “ British Railways,” as 
understand the general title of our State 
railways is to be. 

There are ex-railwaymen on these bodies, 
but they are keeping their secrets to them- 
selves. No outsider even knows if the 
names of the four railway systems are to 
be kept as subsidiary titles in the future. 
Nor have the companies been asked their 
views. 

There is probably no need to ask that 
question because the railwaymen, the rail- 
wayphobe and the man in the street are all 
sentimental about railways. They would 
like to see the names perpetuated. They 
wonder, too, if the colours are to be kept 
the chocolate and cream of the G.W.R., the 
maroon of the L.M.S.R., the grained oak of 
the L.N.E.R., and the malachite green of 
the Southern Railway. 

It has been suggested, but without 
authority, that the locomotives of British 
Railways may all be dark red with the 
monogram “ B.R.” 

The extent to which the Commission will 
delegate powers to the executive appointed 
to operate the railways has yet to be 
decided 

Railwaymen are wondering what their 
new uniforms will be like, engineers are 
speculating on the engine types and the re- 
pair shops, passengers are asking if wait- 
ing-rooms will have carpets and easy chairs 
and fires in cold weather and more and 
better refreshment rooms. 

The men who are still running the rail- 
ways have no idea what the answers are, 
but they say they will be surprised if there 
will be any great changes introduced on 
January 1. There is hardly time, and still 
less the means, at present—From the 
‘* News Chronicle.” 





More Water for the Tank Engine 





L.N.E.R. * J 67” class tank engine hauling a tender to give it increased water capacity for service on the 
Lauder goods branch (see paragraph above) 
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AFFAIRS 





(From our correspondents) 


SOUTH AFRICA 
Popularity of Rail Travel 

Third class passenger traffic on the Reef 
and Pretoria services increased from 
3,958,686 in the quarter February-April, 
1937, to 15,593,414 in the corresponding 
period of this year. If these returns are 
converted to an annual basis, the increase 
in 1947 as compared with 1937 amounts to 
46,538,912, equal to an advance of 394 
per cent. 

The growing appreciation of railway 
travel by the African has been one of the 
most significant developments in railway 
passenger traffic in recent years. So fond 
is the African of rail travel, that some 
have been known to spend an entire Sun- 
day riding in the suburban trains along the 
Reef and to Pretoria, with no definite des 
tination, and often covering the same route 
several times on the same day. 

More coaching stock for suburban traffic 
is being acquired by the railways, and 
spec.al attention is being given to non 
European needs. It is admitted that 
travelling conditions on the suburban ser 
vices fall far short of the ideal. Shortage 
of coaching stock is the crux of the prob- 
lem. Every available coach has been 
pressed into service, and there is no 
stand-by for emergencies. 


S.A.R. Training Institute 

When the Minister of Transport, Mr. 
F. C, Sturrock, visited the §.A.R. Training 
Institute at Esselen Park recently, he said 
that the excellent results so far achieved 
by the temporary school at Kroonstad 
showed that it would be desirable to 
expand the scope of the institute and make 
provision for training additional sections 
of the staff. 

With the help of the training facilities 
the railways now had, the Minister said, 
it had been possible to make a significant 
contribution to the success of the Union 
Government's demobilisation scheme. 
More than 15,000 ex-servicemen who 
were not employed on the railways before 
the war had been taken into the service. 
and together with those who were old 
members of the staff, were being turned, 
or had been turned, into good railwaymen 
ina comparatively short time with the help 
of specialised training. 

Out of 3,299 European students who 
had been enrolled since the beginning of 
training in August, 1945, 3,056 had com- 
pleted their courses successfully. In addi- 
tion, 290 non-Europeans had passed their 
examination, making a grand total of 3,346. 


PALESTINE 


Middle East Railways Conference 
At the invitation of the Turkish State 
Railways, Mr. A. F. Kirby, C.M.G., 
General Manager of the Palestine Rail- 
ways, attended the third meeting of the 
Middle East Railways Conference Asso- 
ciation, which was held at Istanbul on 
October 8 and 10. Delegates of the Inter- 
national Sleeving Car Company, and of 
the Syrian, Lebanese, and Iraq railways 
also attended. The conference was unani- 
mous in supporting the motion of Sefik 
Etensel Bey, Deputy General Manager, 
Turkish State Railways, that Mr. Kirby be 

asked to take the chair at the meetings. 
Among the matters discussed were 


general questions relating to the running 
Express,” and 


of the “Taurus through 





booking of passengers, baggage, and freight 
between Palestine and adjacent countries 
in the likelihood of the Haifa—Beirut line 
being opened to traffic; establishment of a 
clearing house for the settlement and 
clearing of accounts; and other questions. 

It was agreed that the Palestine Rail- 
ways should continue to perform the work 
of Secretariat for the conference. The 
next conference was scheduled to take 
place in Beirut in April, 1948, by invita- 
tion of the General Manager of the 
Chemin de fer Damas, Hama, et Prolonge- 
ments and associated lines. 


International Services Discussed 

Mr. Kirby also took the opportunity of 
attending the “ Simplon-Orient Express ” 
Taurus Express™ committee, which is 
part of the International Timetable Con- 
ference, and was scheduled to meet in 
Istanbul during the same period. In this 
way it was possible to give the main inter- 
national conference the benefit of the dis- 
cussions at the local Middle East Railways 
Conference Association, and thereby facili- 
tate its work. 

It was not felt propitious to recommend 
to the main conference any through pas- 
senger train running between Syria, the 
Lebanon, and Egypt at present owing to 
conditions in Palestine; but in the event 
of an improvement in the situation, the 
ground has been prepared for international 
through working between Egypt, Palestine, 
Syria, Iraq, and Turkey in connection with 
European services from Istanbul. 


INDIA & PAKISTAN 
Fall in E.B.R. Revenues 
The diversion of tea trade from the rail 
route to the alternative route from Assam 
to Dhubri, and then down the river to Cal- 
cutta, is likely to deprive the Eastern 
Bengal Railway of a large amount of its 
earnings, It is explained that though the 
tea planters prefer to despatch tea to 
Chittagong by train, the Assam railway 
authorities cannot book tea on this route 
owing to shortage of coal. 


Shortage of Coal on Pakistan Railways 

The coal position on both the N.W.R. 
and the E.B.R. is serious. While normally 
the N.W.R. spent about Rs. 35 on a ton. 
it now spends about Rs. 69 a ton. A cir- 
cuitous sea route from Calcutta to 
Karachi has had to be followed owing to 
the inability of the E.I.R. and the E.B.R. 
to provide sufficient wagons. 


Problems of Partition 

The award of the Boundary Commis- 
sion has placed railways in India in a 
position of advantage to the extent of 
about 750 miles of track as compared with 
their share under the provisional partition. 
Of the total capital investment of 
Rs. 8,000,000,000, Rs. 500,000,000 fell to 
the share of India. While the recurring 
loss of the Bengal Assam Railway was 
shared by both Dominions, the annual 
loss of Rs. 20,000,000 on the strategic lines 
is to be borne by Pakistan alone. The 
valuation of strategic lines is one of the 
issues which may have to go to arbitra- 
tion. 

Although the transfer of staff was quite 
peaceful on the Bengal Assam Railway. 
the disorders in the Punjab have upset all 
arrangements there. Consequently, the 
Railway Board is not aware of the where- 
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abouts of thousands of its employees. The 
Eastern Punjab Railway, and to some ex- 
tent other railways, suffer from a shortage 
of certain categories of staff, such as 
engine crews, It will be some thane efore 
all the railway staff who have elected to 
serve in India are absorbed and p;) )perly 


distributed. 
BURMA 
Vulcan Locomotives Delivered 

The first two of the 143 new locomotives 
ordered for the rehabilitation of the Burma 
Railways arrived in the mv. Kalewa on 
October 3. It is hoped that from now 
onwards there will be a regular flow of 
engines until the orders are completed. 

The engines just delivered are of the 
4-6-2 type. the first of 50 of the “YR” 
class, and are a general-purpose design for 
passenger and mixed train services. Ha ving 
a 10-ton maximum axle load, they have a 
wide availability, the only line on which 
they cannot work being from Moulmein 
southwards. They are of Indian Rai lway 
Standard design, with certain modifica 
tions in the specification dictated by ex- 
perience on the Burma Railways. The 
locomotives were built in Great Britain by 
the Vulcan Foundry Limited, Newton-Le- 
Willows, Lancashire, and are the first 
engines on the Burma Railways to be 
equipped with roller bearings. these being 
applied to the bogie aad trailing radial 
axles of the engine and all axles of the 
tender. 

They are equipped also with the latest 
type of exhaust steam injector, and with 
speed indicators for the guidance of 


drivers, as many speed restrictions still 
must be imposed until the supply of 
sleepers becomes sufficiently plentiful to 


allow full restoration of the track to its 

pre-war efficiency. 
{One of the new 

trated on page 530.—ED., 


locomotives is illus- 


R.G.] 


When a_ sufficient number of these 
engines has arrived they will be placed 
on the Rangoon—Mandalay _ through 
passenger trains, until the arrival of 
10 heavier and more powerful 4-6-2 


“YC” class engines, ordered from the 
same builder. The “ YB” class will then 
take over the working of secondary 
passenger and mixed train __ services, 
releasing the “ MacArthur” 2-8-2 engines 
for goods trains. 


UNITED STATES 
Wage Increase Application 
The five unions representing operating 
staff of the railways have put forward a 
claim for a 30 per cent. increase in the 
wage rates of their members, and have 
asked for it to be made effective on 
November 1. This application stipulates 
a minimum increase in wages of $3 per 
working day. 


Broadcast Equipment in Trains 

A loudspeaker amplifying system for 
distributing musical entertainment and 
announcements has been installed in 23 
trains running on the Atchison, Topeka & 
Santa Fe. Four independent circuits are 
provided, carrying popular music, sem- 
classical music, microphone announce- 
ments by the train staff, and ordinary 
broadcast programmes picked up by radio 
on the trains. In the lounge cars the pro- 
grammes are selected by the train atten- 
dants, but passengers in sleeping berths 
can choose their own programme by 
means of a switch. If a train announce- 
ment is due, a warning panel is illuminated 
in the sleeping cars, and passengers desir- 
ing to hear it must operate a push button, 
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otherwise their musical programme is not 
interrupted. Arrangements are provided in 
dining cars, which have their own sound- 
reproducing equipment, to broadcast music 
appropriate either to luncheon or dinner 
periods, under the control of the stewards. 

The sound-reproducing apparatus is of 
the magnetic wire type and each equip- 
ment carries a spool holding four miles of 
wire, which is sufficient to play for three 
hours. 

The radio receiving sets have been 
designed specially for the purpose, and are 
of high sensitivity, with automatic volume 
control arrangements which permit satis- 
factory reception of weak incoming signals. 
The receivers are pre-tuned to a number 
of different frequencies, selected by push- 
button switches. The oscillator is crystal 
controlled on each frequency, 


BRAZIL 


Proposed Expropriation of Railway in 
State of Bahia 

A motion for the expropriation of 
the Iheos to Conquista Railway by the 
Federal Government has been presented 
to Congress. The line is operated under a 
concession by the State of Bahia South 
Western Railway Company. It is pointed 
out in the motion that the railway, travers- 
ing the cocoa forests in the south of Bahia, 
has been undergoing for some time a very 
critical period, which, incidentally, is 
common to most railways in Brazil at the 
present time. Being, however. a public 
utility service of vital importance to the 
area served, it was essential that some 
standard of efficiency should be main- 
tained. 

After participating in successive tariff 
increases granted to all railways, instead 
of showing signs of recovery iis situation 
had become gradually worse, to the point 
where the administration had resorted to 
the extreme measure of considering a re- 
duction in salaries, Such a measure 
already had given rise to strong protests 
from the trades union and State deputies. 

It was evident, the motion maintained, 
that the administration of the railway had 
no intention of improving this untenable 
state of affairs, and once the railway had 


Publications Received 


The Maryport & Carlisle Railway. By 
Jack Simmons, Chislehurst, Kent: The 
Oakwood Press, 30, White Horse Hill. 
7} in. x 5 in. 37 pp. Illustrated. Paper 
covers. Price 4s. (cloth 5s.).—Extensive 
use of contemporary material has been 
made in the preparation of this essay, and 
the author indicates in notes to the text 
the various sources to which he has re- 
ferred. The contemporary evidence cited 
includes extracts from the Cumberland 
newspapers at the British Museum which 
were made before the newspaper library 
was damaged in an air raid. The history 
of the Maryport & Carlisle Railway is 
traced with particular note of its relation 
to the West Cumberland coal and iron 
trade, and there is special allusion to the 
company’s chairmen and officers, its pas- 
Senger services, stations, train working, 
and rolling stock. 


Scottish Omnibus Annual, 1947. Edin- 
a bay Press & Publicity Com- 
pany, 41, George Street. 12 in. by 9 in. 


196 iy “ price stated.—This is the first 
issue of a work of general reference for 
bus and coach travellers in Scotland, pro- 
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been recognised by the National Highways 
Plan as essential in forming part of the 
trunk line from Rio to Bahia, it was urged 
that Congress should agree to its expro- 
priation at the first opportunity. 


EIRE 


C.LE. Catering Services 

The C.I.E. catering services, including 
hotels, station buffets, and railway dining 
cars, were placed under the management 
of Gordon Hotels Limited in September. 
This company, which operates, among 
others, the Mayfair and Grosvenor Hotels 
in London, is now supervising the railway 
catering services on behalf of C.LE. Mr. 
John Ennis, representing Gordon Hotels 
Limited in Eire, has his headquarters in 
Dublin. 


C.LE. owns the six former Great 
Southern hotels, namely, at Killarney, 
Parknasilla, Kenmare, Mulrany. Galway, 


and Sligo. Recently, the Parknasilla Hotel 
has been modernised completely, and a 
programme of modernisation of the other 
hotels, as well as of the refreshment rooms 
and restaurant cars, is being prepared. 


Oil-Burning Locomotives 

C.I.E. now has 62 locomotives bearing 
the large white circle which is the sign of 
an oil-burner. Conversion is continuing 
at the rate of about eight a month. The 
main limitations on conversion are the 
shortage of steel (every conversion in- 
volves the use of about four tons), and 
of copper piping. 

Nearly 30 per cent. of the total of C.LE. 
traffic (10 million passengers and 3,000,000 
tons in 1946) is being hauled by oil-burn- 
ing engines. Fuel storage facilities at the 
principal depots have been improved, so 
that the oil-burners now have a wide range 
of operation, as they can be refuelled at 
several points. 

The locomotives converted are of all 
types, including some of the * 400” class, 
which, until the arrival of the “ 800” class 
in 1939, were the fastest and heaviest ex- 
press engines on the system. 

The reliability of the oil-burners, and 
their 23-hr. daily availability (which com- 
pares with 16-hr. for coal-fired locomo- 


duced under the auspices of the Scottish 
Motor Traction Co. Ltd., and showing the 
services of that important company and its 
associated bus companies throughout the 
country. There are excellent outline maps 
of the routes of the various companies and 
an article briefly describing the story of the 
development of the S.M.T. group from the 
beginning of its first service on January 1, 
1906, to the present time, when more 
than 3,000 vehicles operated in associa- 
tion with the L.M.S.R. and L.N.E.R. 
travel some 124,750,000 miles, and carry 
more than 561,550,000 passengers every 
year. The main part of the book is a bus 
gazetteer of Scotland, providing a concise 
guide to the areas served, giving bus routes 
and other information. We understand 
that copies have been distributed to hotels 
and libraries and similar places where a 
reference work of this character should 
prove of considerable utility. 


Tin and Its Uses, No. 18.—In the current 
issue of this publication, which may be 
obtained gratis on application to the Tin 
Research Institute, Fraser Road, Green- 
ford, Middlesex, the contribution of tin to 
the fight against corrosion of steel and of 
bronze is illustrated by pictures in natural 
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tives) has strengthened the motive-power 


position substantially. The majority of 
engines, however, are still coal-burners, 
and are consuming a mixture of British 
and American coal at a rate of 74 lb. a 
mile, compared with the 1939 average of 
about 42 lb. per mile. 


U.S.S.R. 


Moscow Underground Developments 

The Moscow underground system, con- 
sisting of three radial lines, is soon to be 
enlarged by a fourth circular line to con- 
nect the radial lines in the suburban quar- 
ters of the capital. When completed, the 
new line will be some 12-4 miles long. 
It will be built in three sections, the first 
of which is to be opened to traffic by the 
end of 1948; the second and third sections 
will not be completed before 1950 and 
1952 respectively. 

The first section, about 3-7 miles long, 
is to connect Gorki Park Station with 
Kursk railway and underground station. 
{A map of the Moscow underground lines 


was published in the Electric Railway 
Traction Supplement to The Railway 
Gazette of March 31, 1939.—Ep., R.G.] 


The new Gorki Park-Kursk section will 
serve the southern and south-eastern parts 
of Moscow by means of 5 intermediate 
stations. The second section is to connect 
Kursk underground station with Komso- 
molskaya Station on the Gorki Park- 
Sokolniki line. This section will run 
almost due north, and will be about 1°8 
miles long. Komsomolskaya underground 
station is an important centre, as it serves 
the Kazan, Nerthern, October, and 
Windau main-line stations. 

The third section, some 6-8 miles long, 
vill run under the northern and north- 
western districts of the capital, connecting 
Komsomolskaya with Gorki Park. At pre- 
sent, the work completed along the route 
of the first section comprises the erection of 
the compressor plants and the siting 
of all mechanical appliances. The driving 
of pilot tunnels has begun; these will total 
9 miles in length. It is expected that 
track-laying and installation of electrical 
equipment on the first section will begin 
early in 1948. 


colour which give a realistic impression of 
the _ relative performance of various 
samples. Modern views on plain-bearing 
materials, as expressed in a recent sympo- 
sium presented by the American Society for 
Metals, are reviewed, and there are some 
illustrations of the application of Speculum 
plate. Speculum is an_ electrodeposited 
alloy containing 55 per cent. of copper and 
45 per cent. of tin, and was used during the 

war for the mass production of such parts 
as instrument mirrors, 


Surface Preparation of Aluminium for 
Paint Systems.—In the preparation of alu- 
minium surfaces for the reception of paint, 
conditions of exposure and service must 
be considered carefully before embarking 
on a painting programme. This useful 
brochure, issued by the Northern Alumi- 
nium Co. Ltd.. Banbury, stresses the desir- 
ability of correctly pre-treating any surface 
to be painted, and describes a number of 
processes designed to meet widely differing 
conditions of service. It is intended mainly 
as a general guide to an increasingly im- 
portant subject, and it recommends that, 
when particular problems of surface paint- 
ing arise, there should be consultation with 
paint manufacturers themselves. 





518 


WO standard-gauge 4-6-4 tank locomo- 
tives just completed for the British 
Guiana Railway by the Hunslet Engine 
Co. Ltd., are unusual as they are a repeat 
order to a design evolved 23 years ago, in 
which the superheater in the original batch 
has not been applied, as running experi 
ence had shown that saturated steam met 
all requirements. 
Built to the specification and inspection 
of the Crown Agents for the Colonies, the 


Bi fia aa ae a 





A straightforward design 
Co. Ltd., combining low 
conditions, with ease of 
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' Light Tank Engines for South America 


by the Hunslet Engine 
axle-load to suit local 
maintenance in Service 


tons on the coupled wheels, with full tanks. 
Sound and careful design enabled this ad- 
hesion weight to be attained with almost 
exactly 10 tons on each of the three pairs 
of coupled wheels. 

In the locomotives delivered in 1924, the 
heating surface was made up of 94 sq. ft. 
from the copper firebox and 706 sq. ft. 
from the tubes and flues; and the super- 
heating surface was 124 sq. ft. In the new 
engines, 170 steel tubes, 1} in. outside dia- 


“ 


a stati 


British Guiana Railway 
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the reciprocating weights; balance for the 
reciprocating weights is concentrated in the 
driving wheels. Coupled axleboxes are 
whitemetal-lined phosphor-bronze brasses 
pressed into cast-steel boxes, but, in con- 


trast to the original design, adjustable 
wedges have been fitted to the horn 
blocks. 


Underhung laminated springs with ad 
justable links support the coupled boxes, 
and are compensated in one group down 
each side. The bogies, with 284 in. wheels 
spread over a base of 4 ft. Il in. are 
sprung by one laminated spring down each 
side, and the side play is controlled by 
helical springs of Timmis section. The 
bogie wheels are unbraked; brake blocks 
on the coupled wheels are applied by a 





One of the 4-6-4 tank locomotives built by the Hunslet Engine Co, Ltd. for the 
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wheelbase is 28 ft. 4 in. and length over 
buffers is 36 ft. 6 in. Within a total 
weight of 543 tons, the maximum axle-load 
is only 10 tons; this unusually low value 
for a standard-gauge engine was necessi- 
tated by the light rails and bridges on the 
line out of Demerara, where curves are as 
sharp as 400 ft. radius. The capacity of 
the side tanks is 1,600 gal., and the bunker 
carries 3 tons of coal. The empty weight 
is about 41} tons. 

The outside cylinders are 16 in. dia. by 
22 in. stroke, and these dimensions, as well 
as the boiler pressure of 160 lb. per sq. in.. 
are the same as in the original design, 
despite the supersession of the 12-element 
superheater. At 75 per cent. boiler pres- 
sure the tractive effort is 14,000 lb., giving 
a factor of adhesion of 4.7 against the 30 





ft. of heating surface; the firebox heating 
surface and grate area are, as before, 94 
and 18 sq. ft. respectively. Boiler fittings 
include two 2-in. Ross pop safety valves, 
and two of Gresham's 8-mm. combination 
injectors. 

Walschaerts valve gear actuates the 8 in. 


piston valves and provides a maximum 
travel of 3% in., corresponding to a cut- 
off of 80 per cent.; valve lap is % in. The 


piston valves themselves are of normal type 
with four narrow rings per head. Revers- 
ing is by a screw and handwheel. The 
cylinders are inclined at | in 16, and drive 
the wheels through class “ C” steel con- 
necting rods 7 ft. 11} in. long. 

The 4 ft. coupled wheels are spread over 
a base of 10 ft., and carry counterweights 
balancing the revolving parts and part of 


Gresham ejector combined with the steam 
brake valve for the application of the 
vacuum brake on the train. 


BRIGHT STEEL.—The 
British Standards Institution has pub- 
lished B.S. 1407: 1947 for high-carbon 
bright steel (silver steel), for general engi- 
neering purposes. The chemical com- 
position of the steel is specified, and de- 
tails are provided of the process of manu- 
facture, finish, condition of the material 
on delivery and tolerances allowed. The 
appendix gives a list of the diameters 
normally available. Copies may be ob- 
tained from the Sales Department. B.S.L. 
24, Victoria Street, London, S.W.1, price 


HIGH - CARBON 


2s., post free. 
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A_ comprehensive description 


THE RAILWAY GAZETTE 


Electric Traction Section 


Electric Traction on the Southern Railway 
of 


the supplies and _ traction 


equipment, presented to the Institution of Electrical Engineers by 


Mr. 


A PAPER read to the Institution of 

Electrical Engineers by Mr. C. M. 
Cock, Chief Electrical Engineer, Southern 
Railway, On November 6, presented the 
first comprehensive description which has 
been given of the complete scheme of elec- 
trification of the Southern Railway. The 
system is supplied at 660 V. d.c., with a 
top-running-contact rail and the return cir- 
cuit by way of the running rails. Three- 
phase electrical energy, generated or pur- 
chased at 11,000 V., 25 cycles, and pur- 
chased at 33,000 V., 50 cycles, is stepped 
down and converted to d.c. for traction by 
means of rotary-converter Or mercury-arc 
rectifier substations. The paper dealt 
mainly with developments up to the out- 




















C. M. Cock, Chief Electrical Engineer, 


Southern Railway 


steam train-mile, the total operating cost 
increased because of the many more elec- 
tric trains that were run. This increase 
was very favourably balanced, however, 
by the receipts from the increased traffic. 

The Southern Railway takes electrical 
energy for traction from three sources: 

(a) Durnsford Road power station 
owned and operated by the Southern Rail- 
way Company. 

(b) Deptford East power station—owned 
by the London Power Company. which 
supplies electrical energy to the London 
Electric Supply Corporation for sale to the 
Southern Railway. 

(c) The Grid. 

The Durnsford Road power station was 


























remote-controlled from Three Bridges, 
Woking, Havant, Swanley, and Ore. 
Earlier installations of 33-kV. cable in- 


cluded a lead-alloy sheathing over three 
separate cores; the complete cable was 
served with hessian tape, and afterwards 
armoured. After the Sevenoaks and East- 
bourne extensions in 1935, single-core, 
lead-sheathed, unarmoured cable was 
adopted, with considerably longer drum 
lengths, and with single-core joints. 

All the 46 substations on the 11-kV. 
system are of the rotary-converter type, 
of which 42 are attended and four un- 
attended. The remaining 113 substations 
are fed from the Grid and are equipped 
with mercury-arc rectifiers remotely oper- 
ated in groups from the control stations. 

Maximum load conditions on the South- 
ern Railway are imposed by the accelerat- 
ing currents of express trains, and the num- 
ber of parallel tracks over which these and 
other classes of electric traffic operate. 
In the general case of two open-line tracks 

















break of war in September. 1939. built by the L.S.W.R. to supply what is for heavy express services, single-unit sub- 
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Ring mains at 33kV. for feeding rectifier substations from the Grid 


Mr. Cock reviewed briefly the develop- 
ment of electrification on constituents of 
the Southern Railway. The Waterloo & 
City Railway, opened for traffic in 1898, 
is a tube railway which was electrified 
from the outset in order to conform with 
the London underground transport system. 
Electrification of the L.B. & S.C.R. South 
London line in 1909 was undertaken to 
counteract the loss of suburban traffic to 
the tramways. By the end of 1939 the 
Southern Railway was operating 708 miles 
78 ch. of electrified route. Miner changes 
between that date and 1946 brought the 
total to 709 miles 23 ch. 

Decisions to complete electrification of 
the whole of the Southern Railway sub- 
urban area were based not so much on the 
savings in operating expenses which would 
accrue, but on the increased revenue likely 
to be obtained by providing the public 
with faster, cleaner and more frequent 
services. Electrification of the main lines 
to the coast was justified in the same way 
as the suburban lines. The services were 
accelerated and augmented, and although 
the operating costs per electric train-mile 
Were less than the operating costs per 


now the Western suburban section of the 
Southern Railway. Alterations and addi- 
tions have been made to the station until 
it now has a capacity of 20 boilers, with 
a total evaporation of 430,000 Ib. per hr., 
and two 5-MW. and four 12°5-MW. turbo- 
alternators (60 MW. in all). The circu- 
lating water is cooled in wooden towers: 
there is storage for 9,000 tons of coal, 
which is supplied directly into the bunkers 
from wagons which are hauled up a ramp 
to above bunker level by a locomotive. 


Electrical energy for the Eastern and 
Central Sections in the London area is 
supplied at 11 kV., three-phase, 25 cycles, 


by the London Electric Supply Corpora- 
tion to a switching station at Lewisham. 
From this point current is distributed to 
29 traction substations. Durnsford Road 
feeds 17 substations at 11 kV., three-phase, 


25 cycles. 
The remainder of the supply for the 
area beyond outer London is at 33 kV., 


50 cycles, taken from the Grid at 11 points 
(see diagram on this page). These sup- 
ply points connect into a system of 33-kV. 
ring mains supplying 113 traction sub- 
stations, and 


all of which are unattended 


stations are spaced at intervals of 3} miles, 
with track-paralleling circuit breakers mid- 
way between them. This permits an over- 
load setting of 6,000 amp. on the sub- 
station circuit breakers, and 5,500 amp. 
on the track-paralleling circuit breakers. 
The capacity and spacing of each sub- 
station provides for the load demands of 
normal traffic, and full short-circuit pro- 
tection with the adjacent substation on 
either side out of service. 

In the areas with heavier traffic and 
multiple tracks, the spacing is reduced, and 
the capacity of the plant increased to meet 
the particular demand. The location of 
substations is sometimes influenced by the 
positions of miain-line junctions. For 
tightly loaded lines, on which track-paral- 
leling equipment is provided, the sub- 
station spacing is increased to 5} miles. 

The system of unattended remotely- 
controlled single-unit substations was 
idopted when electrification was extended 
to Brighton in 1932. This was the first 
installation of its kind in the country, 
and was applied to all extensions until the 
electrification programme was_ stopped, 
when 113 substations had been built 
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(Purley was Opened in 1942). All are of 
1.500 kW. continuous rating, except the 
5,000-k W. substations at Newhaven and 
Fratton, and the 4,500-kW. substation at 
Purley. 

At the rectifier substations, three-phase 
electrical energy is received from 33-kV. 
cables at 50 cycles, and is stepped down 
by means of oil-immersed, air-cooled, out- 
door transformers with a voltage ratio 
of 33,000:614, and a reactance of 5-6 per 
cent. The primary connection is delta, 
and the secondary has two sets of double- 
star windings so as to give a double six- 


phase supply to the rectifier anodes. No 
auxiliary transformers or windings are 


contained in the transformer core, or in 
the tank; this permits a symmetrical wind- 
ing distribution, and robust construction. 
The main transformer, complete with oil, 
weighs approximately 24 tons. 

There are two outdoor interphase trans- 
formers, each connected between the twin 
neutral points of the main transformer 
secondaries, for equalising the current dis- 
tribution to the parallel anodes of the 
rectifier, and for smoothing the d.c. volt- 
age. The midpoints of the interphase 
transformers are connected in parallel to 
form the main d.c. negative return. Special 
additional transformers are provided to 
reduce to a minimum the d.c. voltage rise 
on no-load or thereabouts, which can be 
destructive to train lights. These are 
arranged to supply 150-cycle current to 
magnetise the interphase transformers on 
light loads. Outdoor transformers (33,000: 
440-volt) are used for substation auxiliaries 
and signalling supplies. These are con- 
nected on the h.v. side through protective 
fuses. 

Rectifier Design 

At all substations except Purley the 
rectifiers are of the water-cooled steel- 
cylinder type, mounted on insulators. In 
the original equipment, the twelve anodes 
are of specia’ steel, are water-cooled, and 
have unenergised _ grids. Air-cooled 
graphite anodes, with energised grids, are 
fitted to the later rectifiers, the grids being 
positively energised to assist pick-up on 
starting, and negatively energised to pre- 
vent pick-up on reverse currents, thus 
suppressing backfires with the minimum 
disturbance. The first installation of 
“pumpless ” steel-tank rectifiers was made 
in 1942. when three 1,500-kW. sets were 
installed at Purley. ; 

With six-phase transformer connections, 


the harmonics in the d.c. voltage may 
cause interference with communication 
circuits. Operating experience. and tests 


made in conjunction with Post Office engi- 
neers, have indicated that interference 1s 
not sufficient to warrant the provision of 
special apparatus, except in the case of 
the aerial circuits used by the railway and 
running parallel to the conductor rail. 
The conditions probably are aggravated 
by dirty or sooty aerial line insulators. 
Objectionable interference in this case was 
reduced by a drainage coil system installed 
in the main telephone exchange at Water- 
loo. 


At the rectifier substations and their 
associated track-paralleling huts, high- 
speed track-feeder circuit-breakers are 


mounted side by side on a concrete shelf 
above the busbar. They have a coniinuous 
rating of 2,500 amp.. with a minimum 
time of opening on short circuits of 0:01 
sec, and are fitted for forward-current 
tripping only. The breaker connecting the 
rectifier to the substation busbar is. rated 
at 4.000 amp. and is not fitted for tripping 
on forward-current, but is arranged for 
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reverse-current protection of the rectifier. 

At the substations the track-feeder cir- 
cuit-breakers are held automatically in the 
closed position by coils energised from the 
660-V. busbars; and the holding coils of the 
circuit-breakers at the  track-paralleling 
huts are energised normally from the con- 
ductor rail. 

The a.c. protection equipment in the 
latest type of rectifier substation is an im- 
proved Merz-Price system, giving instan- 
taneous tripping of the circuit breakers at 
either end of a faulty section, independent 
of the direction of power feed. The wind- 
ing ratios give earth-fault trippings of ap- 
proximately 46, 60, and 75 h.v. amp., and 
phase-short trippings of approximately 
160, 220, and 280 amp. 


Remote Control of Substations 
The 113 rectifier substations and 85 
track-paralleling huts are operated or in- 
dicated by means of a supervisory control 
system in groups as follows:— 


Track- 
Substations paralleling 

huts 
Woking . ea 30 23 
Three Bridges ‘ 31 14 
Havant waa “ ‘ . 26 25 
Swanley... ‘ . . 21 19 
Ore se 5 4 


The main functions of the supervisory 
control equipment are:— 

(a) Operation and indication of the a.c. and 
d.c. circuit breakers. 

(b) Fault alarm indication when the actual 
position of any switch does not agree with 
the indication shown at the control room. 


(c) Remote metering of the current and 
voltage (d.c.). : 
(d) Indication of a.c. feeder synchronism. 


(e) Check testing of the pilots and system. 

(f) Direct telephone communication between 
the control desk and every substation, track- 
paralleling hut, and certain of the Grid sup- 
ply points. 

The supervisory control is a d.c. low- 
voltage polarised selector system, with 
simple impulse transmission through multi- 
core pilot cables laid between the trans- 
mitting and receiving stations. It was the 
first installation of its kind in the country. 

The contact line consists of a top-run- 
ning-contact steel conductor rail, freely 
supported on porcelain insulators fixed to 
the sleepers of the running tracks. Two 
sizes have been installed, namely, 100 Ib. 
per yd. and 150 lb. per yd.; and 45-ft. and 
60-ft. lengths have been used. The latter 
are now standard, and are mechanically 
jointed by means of two small fishplates, 
one on each side of the rail, the complete 
joint being secured by two ?-in. dia. fish- 
bolts. Electrical conductivity is main- 
tained at each joint by four 0-42 sq. in. 
ribbon type copper bonds. 

Electrical continuity on the main run- 
ning tracks is preserved at the unavoidable 
gaps by insulated copper jumper cables 
of 1 sq. in. cross section. To facilitate 
easy riding of the current-collector shoe. 
ramps are formed at the ends of conductor 
rails. The conductor rail is changed over 
from one side of the track to the other 
for a short distance at intervals of about 
‘ mile to allow for expansion. It is not 
anchored, and is subject to creep, which in 
general occurs in the direction of traffic. 
sometimes as much as 15 in. per month. 
Cases are known of creep against the direc- 
tion of traffic to an extent equal to the 
amount of creep with the traffic on an 
adjacent line. There is no definite ex- 
planation for this. 

The return circuit consists of 95-lb. B.S. 
bullhead running rails, bonded at the 
joints. The system is not earthed, and 
insulation is provided by the standard 
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wood sleepers used for the track. Cross 
bonds are provided beiween the single 
rails of each track, and between parallel 
tracks, to equalise the currents in the ruils, 
and to maintain the voltage drop at a 
minimum value. At substations a negative 
feeder is provided for each track rail, and 
in addition the track rails are cross-bonded. 

Where the track is used for the 50- or 
75-cycle signalling circuits, the block sec- 
tions are separated by insulated rail joints, 
and traction-current paths across the in- 
sulated joints are provided by impedance 
bonds, one of which is normally fitted at 
each end of the track circuit. Inter-track 
bonds are required at not tess than four 
positions per mile. 

Until 1932 the suburban electric stock 
consisted of three-coach motor sets and 
two-coach trailer sets. Between 1935-40, 
the earlier units were lengthened so that 
the latest eight-coach train is 515 ft. over- 
all, has a seating capacity of 816, and an 
unladen weight of 285 tons. Such an 
eight-coach train has four motor-bogies, 
with cight 275-h.p. motors (one hour 
rating). These motors, and all other mul- 
tiple-unit traction motors on the Southern 
Railway, are totally enclosed, and are of 
the nose-suspended type.* 

Control is on the series-parallel system, 
with 11 steps on the resistors. These were 
cut out originally by means of electro- 
magnetic contactors, but in vehicles built 
after the main-line_ electrification to 
Brighton and Worthing in 1932, low-volt- 
age electro-pneumatic control gear was 
used. To enable this equipment to operate 
in multiple with the electro-magnetic ap- 
paratus, potentiometers are fitted to reduce 
the control-line pressure to a 70-volt sup- 
ply to the contactor groups. 

Some characteristics of the various units 
built for express and intermediate services 
on the main lines are shown below:— 

Weights (unladen) 
° 


m- One Total 
plete motor-  horse- 
unit coach power 


tons cwt. tons cwt. (one hour) 


2-coach, non-corridor 
(no lavatory) oe vo ae 550 
2-coach, corridor and 
2 lavatories ... a a sa 3 550 
2-coach, | corridor and 
| lavatory sa wee RR & | 550 
4-coach, | corridor and 
| lavatory ‘ean .. 139 O 4! 0 1,100 
4-coach, express corri- 
Ge: in aan woe Coe 5 46 10 900 
4-coach, express, kitchen, 
corridor oe .. 164 8 46 10 900 
4-coach, express, buffet, 
corridor «ae ... 162 14 46 10 900 
5-coach express, all Pull- 
man (** Brighton 
Belle *’) on .. 250 Il 62 8 1,800 
6-coach express with 
Pullman car ... ome F SD 1,800 
The characteristics of suburban and ex- 
press motors are as follow:— 
Suburban Express 
Normal average accelerat- 
ing current up to 26-5 
m.p.h. (4-coach unit) ... 410 amp. 310 amp. 
Rate of acceleration (4- 
coach unit), m.p.h. per 
sec. a oe we 0-5 
Balancing speed (4-coach 
unit de ae ... 55 m.p.h. 64-5 m.p.h. 
One-hr. rating at 600 v. 
for 75° C. temperature 
rise nas im «. 275 h.p. 225 h.p. 
Speed at I-hr. rating (42-in. 
wheel) .. <a - 61) e.p.m. 649r.p.m. 
Maximum safe speed of 
armature im ? 75 m.p.h. 85 m.p.h. 
Ditto ... 1,687 r.p.m. 1,687 r.p.m. 
Gear ratio ... eA , 2-81: 1 2:48: 1 
Type of gearing ... ... Straight spur Straight spur 
Weight, including pinion, 
gearwheel, and gearcase 8,053 Ib. 7,583 Ib. 


In suburban stock the lighting and heat- 


*A new design of ventilated motor introduced 
on the Southern Railway early this year was de- 
scribed in our May 23 issue.—|Eb., R.G.] 
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ing circuits are taken through switches and 
fuses from the main 660-V. busline. The 
lighting supply of non-suburban stock is 
at 70 V. d.c. derived from a 660:70-V. 
motor-generator set carried under every 
motor coach. 

For emergency lighting purposes a 
54-cell battery is housed in a special venti- 
lated cupboard in each guard’s van. The 
two halves are trickle-charged in parallel 
at about | amp. Should the generator fail, 
the halves are connected automatically in 
series and placed across the lighting mains 

It should be noted here that, prior to 
the war, the average number of train-miles 
run per failure was approximately 36,000. 
A failure was defined as a delay to ser- 
vice exceeding 3 min.. or a withdrawal of 
the train from service. 

A typical analysis of failures is: 


Per cent 
Electrical equipment and auxiliaries... 35 
Traction motors eis — 10 
Collection gear ion nos se 6 
Brake apparatus . : 21 
Mechanical _ nae ons - 16 
Miscellaneous ... - ’ 12 


The Southern Sinens now has in ser- 
vice two electric locomotives which incor- 
porate certain features introduced fot 
working with a conductor rail. These are 
of 1.470 h.p. at the one-hour rating, and 
are of the Co + Co type, with a total 
adhesive weight of 101 tons, 49 tons of 
which are electrical equipment. Power is 
derived from six pressure-ventilated and 
nose-suspended traction motors. which 
were the first of the ventilated " to be 


introduced on the Southern’ Railway. 
Some particulars are given below [The 
ms 
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Because of its short length, a moving 
locomotive must lose contact with the 
supply of electrical energy, and thereby 
lose its tractive effort, when crossing the 
inevitable numerous gaps in a conductor- 
rail system. To maintain the tractive effort 
over the gaps, the traction motors are 
supplied continuously through two motor- 
generator power units, in each of which 
kinetic energy can be stored by means of a 
flywheel, weighing one ton, mounted on 
the shaft between the motor and generator. 
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the voltage across the series circuit of ‘the 
three traction motors can be varied from 
slightly less than, to double, that of the 
line. The circuit is so arranged, however. 
that at no point is the voltage to earth 
higher than line voltage. 

Fight current-collector shoes are pro- 
vided, four on each side. They are gener- 
ally similar to those used on the multiple- 
unit trains. In addition, there is a panto- 
graph for working from a contact wire jn 


sidings. Operating experience has proved 
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General arrangement and dimensions of Co + Co locomotive 


locomotives were described briefly in our 
January 23, 1942, issue—Epb. R.G.]: 
LOCOMOTIVE MOTOR PARTICULARS 


Normal average accelerating current 
up to 37 m.p.h., with 425 tons trail- 


ing load, at 600 volts (line)... 800 amp 
Rate of acceleration, 425 tons 0:5 m.p.h. s 
Rate of acceleration, |,000 tons 0-3 m.p.h. s 
Balancing speed, 425 tons trailing 65 m.p.h 
One-hour rating for 75° C. temperature 

rise... 245 h.p. 
Speed at one- -hour rating, with 42-in. 

wheel . 872 r.p.m 
Maximum safe ani {759s epi 


Gear ratio in sis é oo weet 

Type of gearing Straight spur, 
with pinion 
teeth relieved 

6,400 Ib. 


Weight, including gearing and case ... 





Each motor-generator is connected on the 
generator side permanently in series with 
three traction motors. This form of con- 
trol is the best practical solution of the 
gap problem that has been presented so far. 
It may, in comparison with resistance con- 
trol as usually adopted for d.c. locomo- 
tives, show some disadvantage in weight 
and efficiency, but it does incidentally pro- 
vide greater flexibility in operation, because 
every notch in the speed control is a run- 
ning notch, and 26 such notches are pro- 
vided. 

With suitable regulation of the excita- 
tion, the motor-generator can be arranged 
to oppose or boost the line voltage, so that 





sanding to be necessary only on the lead- 
ing wheels. As the locomotive is required 
to work ordinary steam coaches, an electric 
boiler is provided to supply 1,050 |b. of 
steam per hr, for the heating of trains. 
Surveying future developments in_ his 
concluding remarks, Mr. Cock discussed 
the problem of electrification in sidings 
and marshalling yards, where the conduc- 
tor rail is an obstruction to staff. He sug- 
gested that a cheap and mobile form of 
motive power for shunting work might take 
the form of an electric locomotive designed 
to work as such over the electrified lines, 
and fitted with auxiliary diesel power for 
shunting over non-electrified lines. 
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L.M.S.R. Precast Reinforced Concrete Roundhouse 
Engine Sheds 


A new type of structure forming a complete circle round the turntable 
and having 32 roads of equal length arranged in groups of four 


[ the modernisation of L.M.S.R. loco- 

motive depots over a number of years, 
work generally was confined to improve- 
ments in the track layout and the provision 
of up-to-date coal and ash_ handling 
facilities, the existing engine sheds being 
considered adequate. In two cases, 
however, with very large depots it 
was necessary to remodel the engine 
sheds, and the Operating Department 
decided that its requirements could be 
met only by a roundhouse. The design 
was different from the existing roundhouses 
on the L.M.S.R., which have a central 
turntable with radiating roads enclosed 
within a square structure. 

[The former type of roundhouse has a 
disadvantage in that many of the roads are 
short owing to the shape of the perimeter, 
and it was decided that the new round- 
house should form a complete circle round 


the turntable, with 32 roads of equal 
length. wAs a 70-ft. dia. turntable was re- 
quired, this made the overall diameter of 


the structure approximately 290 ft. 

With a large-diameter turntable and 32 
roads leading off, it was difficult to find 
space for supports for the roof, and so it 
was agreed that the turntable itself could 
remain unroofed, cover being provided 
over the radial roads only. With this data, 
a design was prepared for an in situ con- 
crete structure, but before the work could 
be put in hand the outbreak of war in 1939 
caused both schemes to be postponed. 


Standardised Concrete Units 

In 1945, the condition of the existing 
sheds at Leicester was such that it was 
imperat've that the reconstruction should 
be put in hand, and as at this time the new 
design for engine sheds utilising precast 
concrete units had been developed, its 
application to this type of structure was 
investigated. It was found that it would be 
possible to construct the shed in this 
manner.w:th only a few additional units, 
and that by altering the original scheme 
to some extent it would be possible to 
achieve a considerable amount of standard- 
isation which justified the production of 
these special types. 

As finally developed, the shed has 32 
roads arranged in groups of four, with a 
wider angle between each of the groups 
to permit the provision of eight columns 
at a m'nimum clearance point to carry the 
end of the roof nearest the turntable. The 
roof then consisted of eight similar sectors, 
and the outside wall became a 32-sided 
figure. 

As the roof over the turntable itself was 
omitted, it was necessary to provide ade- 
quate protection for engines at a point 
nearer the turntable than the column clear- 
ance point between the radial roads. This 
necessitated cantilevering the roof beyond 
the columns, and introduced compl cations 
in design which required the provision of 
special units. 

The roof generally is similar to that 
Provided on_ straight sheds, with the 
smoke curtains and roof covering carried 
ona series of circumferential beams which, 
in turn, are supported on radial beams 
carried on columns in the space between 
the tracks. As only eight columns could 
be provided in the ring nearest the turn- 
table. and as the constructional depth for 
the circumferential beams at this point was 





fixed by the remainder of the construction, 
steel-plate girders with a 42-ft. span were 
necessary to carry the heavy loading. 

These beams, in turn, are carried on 
structural steel columns, as this enabled 
inaximum clearance to be provided between 
the adjoining tracks. Both plate-girders 
and columns are encased in concrete 
before erection, and, owing to the very 
heavy loading on the girders, these were 
provided with cast-iron rockers at the point 
of support on the columns which fixed the 
exact point at which the eccentric loading 
was applied to the latter. 


The largest beam is the radial canti- 
levered beam which spans from the 
second row of circumferential columns 


View of underside of roof during construction, ‘looking from 
turntable pit 


over the first row; this is 50 ft. long and 
weighs about 125 tons. The remainder of 
the roof was carried out on similar lines 
to the straight sheds, continuous smoke 
curtains being provided over each track, 
with glazing on each side of the curtains 
carried on gutter beams, the spaces be- 
tween the gutter beams being filled with 
precast slabs laid so as to drain into the 
radial gutters. This area of the roof was 
waterproofed by two layers of felt. 

In the case of the shed at Leicester, the 
whole height of the circumferential wall, 
with the exception of the lower portion, 
carried out in brickwork, is glazed to pro- 
vide maximum light at the outer ends of 
the roads. The circumferential beams on 
this line carry a low brick parapet which 
closes in the ends of the smoke troughs. 
In the case of the Carlisle shed, which 
was carried out later, the wall up to cill 
height was constructed of in situ concrete, 
while precast units were used to provide 
the parapet wall closing the ends of the 
smoke troughs. 

One sector of the sheds will be used for 
stabl'ng engines under repair, and this sec- 
tor is enclosed in radial brick walls, slid- 
ing doors being provided at the entrance. 
Apart from this provision, this portion of 
the shed is similar to the remainder. 
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All roads in the shed are provided with 


pits 78 ft. long. As it was difficult to 
obtain bricks and bricklayers at the time 
the design was under consideration, and 
as timber for formwork also was in short 
supply, it was decided to construct these, 
also, in precast concrete, and a standard 
“U-shaped unit was developed which 
only requires to be placed in position in 
the trench. 

These units are 6 ft. long, weigh ap- 
proximately 3 tons, and are laid end to end, 
a shear connection between adjoining units 
being made by the insertion of a precast 
concrete key in a recess left in the wall; 
this key then is grouted into position. 
Standard chairs were used, and these are 
carried on special precast concrete chair 
blocks, which are placed on the pit wall. 
These blocks also are 6 ft. long, but the 
joints are staggered with the pit units to 
prevent working of the latter at the joints 
due to unbalanced Joading. 

In the early designs, a special unit was 
provided in each pit which enabled a sump 
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to be placed underneath the floor, and the 
drainage was taken into this through pre- 
cast concrete covers. In subsequent de- 
signs, this method has been abandoned and 
the drainage is taken out through the side 
wall of the pit into a sump between the 
tracks. An in situ screed is laid on the 
floor of the pits to provide the falls to 
the drains. 


Fluorescent Pit Lighting 

Pit lighting was required in a number of 
the roads, and this was provided by making 
a recess in the wall of the pit units into 
which a special fluorescent lighting trough 
could be inserted. In pits provided with 
such lighting, these troughs are fixed at 
9-ft. centres, the wiring for the lights be- 
ing carried in conduit which is cast in the 
pit walls during manufacture. These 
special units are easily erected and lined, 
and they provide a surface which is easily 
kept clean, giving the maximum amount 
of light reflection where pit lighting is 
necessary. 

The floor of the shed is of in situ con- 
crete 7 in. thick, the general level being 
at the underside of the chair. The level 
immediately alongside the turntable pits 
is at rail level, so that there will be no 
obstruction to men dealing with the 





524 



























ROOF /OEMSN «GLAZING. «SLABS Be GIRDER E 

SLABS / ; BARS 4 cry i QI A ¥ 
sft 
LAD, sectornay™ | p ;, /] 
+ =e a /™ wr. 7] 
a x : i \. _AAIRDER 


THE RAILWAY GAZETTE 


GAL . > 
tg 


4 > 70FT.DIA.TURNTABLE PIT 
4 | 


. e 
Sse2 3 
AK 


ae: Hi 





L.M.S.R. Precast Reinforced Concrete Engine Shed 


November 7, 1947 


END OF BEAM MARKED “T” TO BE 
PLACED NEAREST TO TURNTABLE 








D 2 
be 
































































































an , 
WK YX ya, 
OLE SOP 
SADA L207 K V7. 
VE mA Oy : KT Hi L. aay 
\ OK RSS BATT 
/ r ! Le GA IL} The 
WSS Tass 
SSE Sis) =" 
STS SUS) s/s BS 
TSG SS BS 
SSSESES 
Ki} = es S/N ES 
"@& SOARS = 
SSS EE 
Se wl A F CS —_ 
CT9 R17 ms; 
HALF PLAN OF ENGINE SHED ROOF 
VENT SLABS~ eae SLABS 
== — eo — 8 esl oo 
. « ale it a = = = it — i $ = sia — ia = ut a iu + r Uh = it ; es Bie = ala Bie 
= RING BEAM 
‘TRING BEAMS _— 
. iN] GUTTER SLABS” =} RING BEAM IS RING peams—“[| nt 
T — me mean: 5 ne y cea moc cee emer — 
RADIAL BEAM CURTAIN fit SMOKE CURTAINS VALANCE” 
FILLER UNIT 4 UNIT 
lj | “0 ‘o | 
COLUMN ! sh 
| ee ea ae | 
2 foes = = 









| 
Cy 


SECTION A.A. 









VENT SLABS 























24,903) 654 49" 049 the 495 
GLAZING-—~ ' ROOF SLAB 
BARS a = er 
{HO RING BEAM di 

SMOKE RADIAL 
CURTAINS BEAM 
Lily 
DEVELOPED SECTION B.B. 


Half-plan of roof, and sections through the new engine shed at Leicester 






1O_ 


___20 FEET 





, L.M.S.R. 



























YIIM 











KUM 


Vovember 7, 1947 


movement of the table, and material can 
be trucked from one portion of the shed 
to another. This raised portion is con- 
nected to the main floor level by ramps. 

Water supply for washing out and other 
purposes is provided by a 5 in. dia. ring 
main carried on the roof beams. Leads 
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all the facilities necessary for the opera- 
tion and servicing of the depot. 

The erection and transport of the units 
is carried out on similar lines to that 
for the straight engine sheds, except that, 
owing to the size and shape of the 


cantilever radial beams, it was necessary 
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work, but were lifted into position by a 
breakdown crane. 

No particular difficulties arose in con- 
nection with the erection of the sheds. 
The complete erection of the 10,000 odd 
units at the Carlisle shed was carried out 
in nine months, although during this period 





are taken off this where necessary and 
brought down the side of the columns. 

The normal lighting in the shed is by 
electricity, the wiring for which is carried 
through the smoke troughs in asbestos- 
cement tubes. 

A group of buildings in which accom- 
modation will be provided for stores, 
shops, offices, and staff amenities, will be 
constructed alongside the shed and con- 
nected to it. These buildings generally 
will be of a normal type and will contain 


BRITISH PACKAGING STANDARDS AND THE 
Export TRADE.—The British Standards In- 
stitution has decided, for the purpose of 
helping the export trade, to re-issue certain 
handbooks and technical documents, par- 
ticularly those dealing with packaging. 
During the war the Institution prepared 
a handbook on packaging and a supple- 
ment entitled ““ Recommendations for Pre- 


servation and Packaging for Tropical 
Theatres of War” (1943). Section 3 of 
the main packaging code deals 


specifically with corrosion prevention, but 
no attempt is made in that or the supple- 
ment to cover every item sent to the 
tropics at that time; it was considered, 
however, that there was no item of Service 
equipment for which there was not a 
parallel in the supplement, and the recom- 
mendations, it is stated, apply equally to 
similar peacetime commodities required by 
tropical countries or which in transit pass 
through the tropics. Copies of section 3 
(price 6s., post free) and the supplement 
(price 7s. 6d., post free) may be obtained 
from the Institution, 24, Victoria Street, 


to make special arrangements for their 
transport. A special wagon was fitted 
with a steel frame which enabled three 
beams, which is the number required for 
one sector, to be loaded up and trans- 
ported in such a way that they could be 
lifted direct from the wagon into the 
required position. 

The weight of these beams and the cased 
steel circumferential girders was such that 
they could not be handled by the crane 
used for the erection of the rest of the 


London, S.W.1. The handbook on packag- 
ing which was prepared at the request of 
the Anglo-American Packaging Commit- 
tee, Ministry of Production, is at present 
under review by committees of the Institu- 
tion to bring it up to date, so that it may 
serve as a guide to industry, and separate 
British Standard codes wiil be issued in the 
near future on, among others, the follow- 
ing subjects:—Cordage; corrosion preven- 
tion; paper wrappers and containers, in- 
cluding cellulose film; textile bags, sacks 
and wrappings; closing and sealing tapes: 
metal containers; packaging felf; cushion- 
ing materials other than felt; tensional 
steel strapping. 


BEST-KEPT L.M.S.R. LONDON STATIONS. 

Oakley (Beds.) and Bricket Wood (Herts.) 
have gained first prizes in the L.M.S.R. 
1947 Best-Kevt Stations competition as 
the “smartest” stations in the L.M.S.R. 
London (Western) and London (Midland) 
Districts respectively. The stationmasters, 
Mr. L. C. Bird (Oakley), and Mr. L. M. 
Ireland (Bricket Wood) will receive in- 


there was a delay of five weeks due to 
bad weather conditions in the early part 
of the year. The average labour force 
was 27 men. 

All the concrete units required for both 
these jobs were supplied by the Empire 
Stone Co. Ltd., Narborough, Leicester- 
shire, and the erection of these in the case 
of the shed at Leicester was carried out by 
the firm of Tersons, while the erection of 
the work at Carlisle was carried out by 
L.M.S.R. | staff. 


scribed shields, certificates and money 
prizes for their staffs. Mr. J. C. Thomp- 
son, Stationmaster for both Walthamstow 
ind Black Horse Road (Essex), was 
awarded the second and fifth prizes in the 
London (Midland) District competition. 
Other prizewinning stations in the two 
London district competitions, for which 
points were awarded for general cleanli- 
ness of platforms, waiting rooms and 
offices, and neatness of poster and time- 
table displays are: Buckingham (Bucks.). 
Ockendon (Essex), Winslow (Bucks.), 
Turvey (Beds.), Millbrook (Beds.), and 
Kings Langley (Herts.). 


New G.W.R. Stipe CoacH SERVICE.—As 
from November 3, a new direct service to 
Bicester, Banbury, and __ intermediate 
stations has been provided from Padding- 
ton on Mondays to Fridays by a slip por- 
tion attached to the 5.10 p.m. to Wolver- 
hampton. Carriages are slipped at Bicester 
at 6.30 p.m., and arrive at Ardley at 6.42 
p.m., Aynho Park at 6.47 p.m., Kings 
Sutton 6.54 p.m., and Banbury 7.1 p.m. 
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L.M.S.R. Precast Reinforced Concrete Engine Shed 


First sector of Leicester engine shed under construction 


Placing inspection pit units Placing cranked cantilever beams 
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Protecting Water Columns from Frost 
Southern Railway adopts cork lagging as insulation 


W {TERING locomotives in frosty 

weather has been a problein in 
the past because of the tendency of water 
columns in exposed positions to freéze. 
One result of Southern Railway experi- 
ments with new anti-frost protection 
methods is the adoption of thermal insu- 


Water column with lagging and sealing coat, but 
without metal cladding 


lation for locomotive water columns. The 
new system will replace the old method 
of protecting the columns by lighted 
braziers—a method wasteful both of man- 
power and fuel, the consumption of coal 
or coke for this purpose in an average 
winter being about 3,700 tons. 


The new type of insulator now being 
fitted has been tested against 20° F. 
of frost maintained for a period of 48 
hr. It consisis of about 2 in. of cork 
lagging surrounding the whole of the metal 
parts of the column, with suitable water- 
proofing and protection against possible 
physical damage outside. Ease of 
application, efficiency, together with low 
maintenance cost are features of the new 
system. 
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Armoured against frosi—a lagged column complete 
with its metal cladding 








New Freight Locomotives for the U.S.S.R. 


Two Russian freight locomotives of the 


aS, 


“[L” series which were built recently by the Kuibyshev 
locomotive works in the U.S.S.R. 
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Railway Trollies 


Development of a means of transporting 
maintenance staff to the site of their duty 


By H. C. Towers, M.I.E.E., M.I.R.S.E., M.Inst.T. 
Deputy Chief Engineer (Signals), Bombay, Baroda & Central India Railway 


Light-riding motor trolley as used in U.S.A. 


N a large railway that has its appli- 
ances spread out over thousands of 
miles of country, an important problem is 
the transport of maintenance staff to in- 
spect the track, bridges, pole lines, signal- 
ling apparatus, and buildings, and to en- 
able them to get to their various duties as 
quickly as possible. Even in Great Britain, 
where stations are comparatively close 
together, it has become the practice to pro- 
vide inspecting officials and permanent 
way gangs with motor inspection and 
material trollies. These trollies are sig- 
nalled as trains, and if long occupation of 
a section is necessary, they are removed 
from the line and the section cleared by 
means of what is known as an “ occupa- 
tion box.” 


The “Push” Trolley 

In India, the inspectors of way & works 
are provided with light-riding or ‘“ push ” 
trollies, which easily can be removed from 
the track. The riding platform on which 
the seat is mounted, has open f-type 
bearings, which slip over the wheel axles; 
the seat also can be removed from the 
trolley. 

There are four men to each trolley, 
of whom two push the trolley whilst the 


motor trolley 


other two are resting; a well-trained team 
of trolleymen can remove a trolley from 
the line in about 20 sec., but an average 
time, performing the task leisurely, would 
be about 40 sec. 


Competition to Increase Speed in 
“ Cutting ” Push Trollies 

At the annual sports of the Signal De- 
partment, B.B.C.L.R., a competition for 
the trolleymen of signal inspectors is one 
of the events. A light-riding trolley, com- 
plete with lamps, seat, sunshade, inspec- 
tor’s box, and all the other necessary 
paraphernalia, standing on a short length 
of track on the sports ground, is manned, 
in turn, by each signal inspector com- 
peting. 

At the start, the inspector sits on 
the trolley with two men resting at the 
back and two men pushing. The time- 
keeper then blows a whistle, to represent 
the sighting of an approaching train, and 
starts a stop-watch. Thereupon, the trolley 
has to be dismantled and stood clear of 
the track in the shortest possible time; the 
best record to date is a time of 17 sec. 

A cup is presented for the event, and the 
winning inspector keeps it for one year; 
also each trolleyman in the team receives 
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a prize and a badge; this event has beeg 
found very effective in increasing trolley 
efficiency. 

Various types of push and mechanically 
propelled trouies made their appearance on 
railways towards the latter part of the nine- 
teenth century. A common method was 
to propel the trolley by means of poles as 
with a punt, pushing the pole agains! the 
sleeper ends; one ingenious person even 
tried a sail, 


The Track Bicycle 


The track bicycle, which is really « tri- 
cycle, was quite a common appliance and 
is still in some _ countries. It 
consists of an ordinary cycle with saddle 
and handle bars running on one rai! and 
a third smaller wheel at the end of a 
transverse arm or frame, running on the 
other rail. The rear bicycle wheel is 
rotated by pedals and chain in the usual 
manner. 

The “pump” or “gear” trolley was 
also fairly common; it had a large gear 
wheel meshing with a small one on one of 
the axles, and the former was rotated by 
a link motion to a pivoted bar with a 
handle at each end, similar to the old- 
fashioned manual fire pump. Two or 
more men could work the trolley by 
moving the handle up and down. Light 
pump trollies, with armoured sides, can be 
used for patrolling the line in cases of 
threatened sabotage, as they are large 
enough to contain a rifle section with 
the usual equipment of light automatics. 

The first trollies fitted with internal- 
combustion engines were manufactured 
between 1890 and 1900. They were 
crude affairs, designed to carry two or 
three passengers, and often were uncertain 
in operation and sometimes had to be 
pushed home. Such devices as the spark- 
ing plug, carburettor, and induction coil 
scarcely had emerged from the embryo 
stage, and the mixture of air and fuel 
was obtained by allowing the fuel to drip 
down through a system of wicks and 
screens in a metal box, through which the 
air was drawn. Nearly all the engine 
trouble then was caused by the difficulty 
in mixing the air and petrol correctly, 
and the ignition was the old low-tension 
“make and break.” 

There was considerable development 
during the first decade of the twentieth 
century, when larger trollies capable of 
carrying gangs of men appeared. More- 
over, the type of engine then in use was 
fairly reliable and did not often fail, even 
when being handled by an inexperienced 
operator, There were defects, however, 
such as inadequate engine power, which 
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Lifting Indian motor trolley from track 
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was particularly noticeable on grades, 
curves, and when travelling against the 
wind, and the general use of motor trol- 
lies did not make much progress. 

In more recent years, however, there has 
been a far more widespread demand for 
these vehicles, and their efficiency and 
general design have improved correspond- 


‘ingly. For instance, in the U.S.A. large 


petrol trollies are now extensively used to 
carry men and material to the site of work 
lor accident; they are sufficiently powerful 
to haul a train of several light trollies 
with men and material. 


Methods of Working Dictate Design 


In India, motor trollies are worked with 
the same line-occupation authority as 
trains, and their weight is not, therefore, 
of vital importance. They are equipped 
with electric lamps, charging dynamo, 
electric horn, ete. 

In the United States, where, however, 
they are not worked as in India, their 
operators have to be constantly on the 
look-out for approaching trains, and pre- 
pared to “cut” them from the track 
instantly; weight, therefore, is of great 
importance. Consequently, the Ameri- 
cans have developed the lightweight 
trolley to carry one person, and it can be 
removed from the line by him without 
additional help. This type of trolley is 
used extensively by signal maintainers on 
American railways to enable them to travel 
from one signal location to another. Such 
trollies usually are provided with light 
screens to protect the driver from wind, 
rain, and snow. 
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Indian armoured pump trolley ; showing end armour 
of trolley removed 
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Inspectors light-riding metre-gauge trolley 


There is still room for considerable 
improvement in chassis design, particularly 
in trollies intended for use in tropical 
countries; the type in use there at present 
offers no protection to passengers from the 


scorching sun, or from dust and insects. 
Light motorcars fitted with flanged wheels 
are a possible solution, and some railways 
in India already have converted Austin 
“sevens ” for use as inspection cars. 


Armoured pump trolley with all sides up for 


protection of crew 








AIR CIRCULATION EXPERIMENTS IN TUBE 
Stock.—London Transport is experiment- 
ing with the use of electric fans for air 
circulation in Underground rolling stock. 
A car fitted with fans began operation on 
the Bakerloo Line between Stanmore and 
Elephant & Castle on October 23. The 
fans, of which there are four in the car, 
are let into the roof; each is enclosed in a 
casing with fixed peripheral blades, the 
fotation of the fans proper not being 
Visible to passengers. The purpose of the 
fans is to circulate the air already in the 
Car, since they are intended to improve air 
conditions while the car is in tunnels, and 
not for ventilation on open sections. The 


fans are controlled from the guard’s posi- 
tion in the car (a motor car) by a switch, 
enabling them to be brought into opera- 
tion when entering the tunnel section of 
the Bakerloo Line at Finchley Road. At 
present they are being used only when 
running in the southbound direction, that 
is, while the fitted car is the rear (guard’s) 
car of the train set. The experimentally- 
fitted car is being run daily in ordinary 
service so as to assess passenger reactions 
to the use of fans as a means of improving 
the atmosphere in Underground trains 
during peak hours, before their further use 
is considered. Fans are in use also in the 
Board’s experimental car No. 20000. 


HARD DRAWN STEEL WIRE FOR SPRINGS. 
—The British Standards Institution has 
published B.S. 1408:1947 for hard drawn 
steel wire for springs for general engineer- 
ing purposes. Four qualities of wire are 
included, the analyses for which are as 
given in B.S. 970. The section on general 
clauses includes details of manufacture, 
provision of test pieces, methods of test 
and tolerances. For each steel the chemi- 
cal composition, three ranges of tensile 
strength and acceptance tests for sizes up 
to 0-400 in. diameter are specified. Copies 
may be obtained from the Sales Depart- 
ment, B.S.I., 24, Victoria Street, London, 
S.W.1, price 2s., post free. 
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British-Built Locomotives for Burma 
(See Overseas paragraph on page 516) 


Unloading a ** YB” class Pacific locomotive built by the Vulcan Foundry Limited from the mv. 
** Kalewa” on arrival in Burma 


The locomotive in steam in Rangoon Yard 


From left to right alongside are Brigadier J. C. B. Wakeford, Chief Railway Commissioner ; Captain W. I. McIntosh, 
Master of the mv. ** Kalewa’’ ; Mr. W. J. Air, Deputy Railway Commissioner; Mr. E. Douglas Rodgers, Shipping 
Department, Steel Brothers & Co. Ltd.; and Mr. E. V. M. Powell, Chief Operating Superintendent, Burma Railways 
Photos| [Department of Information, Government of Burma 





years 


Mi 
of T: 
moni 
has 

State 
latior 
- 
Mini: 
his a 


Mi 
been 
retary 
Trans 
Hill. 
man 
Exect 


Mr 
Peter 
Nove 


Sut 
Ashfix 
port 
Chair 
Trans 
The | 
to fill 
tion, 
carry 
text « 
Ashfie 
on a 
bald 
recent 
Lond 
our ji: 
last, 1 


November 7, 1947 


RAILWAY 


PERSONAL 


Sir EusSTACE MISSENDEN 

To mark his appointment as Chairman 
of the newly-formed Railway Executive, 
Sir Eustace Missenden was entertained at 
dinner on October 30 at the Charing Cross 
Hotel by the officers of the Southern Rail- 
way. Lady Missenden and other ladies 
were present, and the Chair was occupied 
by Mr. John Elliot, who assumed the duties 
of General Manager on Sir 

Fustace’s departure from 

Waterloo. At the Chairman’s 

invitation, Messrs. R. M. T. 

Richards, V. A. M. Robertson, 

H. L. Smedley, W. J. Sawkins 

and O. W. Cromwell vaid 
affectionate tribute to the 

honoured guest and his wife, 

after which Mr. Ellict spoke 

with feeling of an association 

which began’ between Sir 

Eustace and himself in 1925. 

On behalf of the officers of the 

Southern Railway he then pre- 
sented their former General 

Manager with a _ handsome 

silver salver. Sir Eustace Mis- 

senden in his reply svoke of 

the team spirit which was such 

a feature of the Southern Rail- 
way—officers and staff alike 
and said that when men 
decided to work together they 
were formidable; when they 
worked under inspiration they 
were invincible. He felt sure 

they would all do their best 
when the railways passed to 
State ownership. He thanked 
the officers for their loyal sup- 
port through many _ difficult 
years. 

Mr.: Alfred Barnes, Minister 
of Transport, is ill with pneu- 
monia, and the Prime Minister 

has asked the Secretary of 
State for Commonwealth Re- 
lations (Mr. P. J. Noel-Baker) 

to assume charge of the 

Ministry of Transport during 

his absence. 

Mr. C. A. Birtchnell has 
been appointed a Deputy Sec- 
retary in the Ministry of 
Transport, vice Sir Reginald 
Hill. recently appointed Chair- 
man of the Docks & Inland Waterways 
Executive. 


Mr. A. J. Grinling, District Engineer. 


Peterborough, L.N/JE.R.. 
November 13. 


is retiring on 


L.P.T.B. CHAIRMANSHIP 

Subsequent to the appointment of Lord 
Ashfield as a member of the British Trans- 
port Commission, he has resigned the 
Chairmanship of the London Passenger 
Transport Board as from October 31. 
The Board states that it is not proposed 
to fill the vacancy caused by his resigna- 
tion, but that Lord Latham has agreed to 
carry out the duties of that office. The 
text of a farewell message from Lord 
Ashfield to the L.P.T.B. staff is published 
on page 533. Portraits and b’ographies of 
Lord Ashfield and of Lord Latham, who 
recently was appointed Chairman of the 
London Transport Executive, appeared in 
our issues of August 22 and August 29 
last, respectively. 
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Mr. H. L. Smedley, Solicitor to the 
Southern Railway Company, who has been 
appointed Legal Adviser & Solicitor to the 
Railway Executive, is 62 years of age. He 
was educated at St. Paul’s School, and 
was admitted a solicitor in 1908. He en- 
tered the service of the L.S.W.R. in 1911, 
and was engaged in common law work in 
the office of Mr. William Bishop, then 
Solicitor to that company. Mr. Smedley 
served in France during the war of 1914-18 


Mr. H. L. Smedley 


Appointed Legal Adviser & Solicitor 
to the Railway Executive 


and was awarded the Military Cross and 
Military Medal. He returned to Waterloo 
early in 1919, and, after the amalgamation. 
when Mr. Bishop was appointed Chief 
Solicitor to the Southern Railway, he be 
came his personal assistant, being engaged 
in Parliamentary and general work. In 
1930 Mr. Smediey was made an Assistant 
Solicitor (Parliamentary), and he was ap- 
pointed Solicitor to the company from 
January 1, 1938. He has been Chairman 
of the Solicitors Committees of the Rail 
way. Companies’ Association and the 
R.E.C. since January, 1946. 

Among those recently elected Members 
of the Institution of Mechanical Engineers 
are Mr. F. E. Hough, Chief Mechanical 
Engineer, Rhodesia Railways; and Mr. Eric 
Ingoldby, lately Chief Controller of Stan- 
dardisation, Indian Railway Board. Mr. 
G. L. Thornton, Chief Mechanical Engi- 
neer, Leopoldina Railway, is among those 
transferred from associate membership to 
membership. 


NEWS SECTION 


HAY’S WHARF CARTAGE Co. LTD. 

The board of Hay’s Wharf Cartage Co. 
Ltd. announces the retirement, on October 
31, of Mr. W. J. Elliott from the position 
of General Manager of the company, 
which includes Pickfords Limited and 
Carter Paterson & Co. Ltd.; Mr. Elliott 
continues to serve on the boards of those, 
and other subsidiary, companies. Mr. 
Harold Elliott has been appointed General 
Manager of Hay’s Wharf Cartage Co. Ltd. 


Mr. C. K. Bird, Goods Man- 
ager (Southern Area), L.N.E.R., 
who, as recorded in our Octo- 
ber 24 issue, consequent on the 
appointment of Mr. V. M. 
Barrington-Ward to the Rail- 
way Executive, has been ap- 
pointed Acting Divisional 
General Manager (Southern 
Area), was born in 1897. Mr. 
Bird was educated at King’s 
School, Grantham, and St. 
John’s College, Cambridge, 
where he was a mathematical 
scholar, and took first class 
honours in Part I of the Mathe- 
matical Tripos, and was placed 
as Wrangler in Part Il. He 
served during the war of 
1914-18 with the Honourable 
Artillery Company and_ the 
Royal Artillery. Mr. Bird 
joined the North Eastern Rail- 
way in 1922 and gained experi- 
ence in the Commercial and 
Operating Departments in the 
head offices at York. and sub- 
sequently at outside stations. 
In 1926 he was appointed Chief 
Staff Clerk to the District 
Superintendent, Leeds, and in 
1928 to a_ similar post at 
Middlesbrough. In July, 1928, 
he was transferred to the Rates 
Office, York, where he repre- 
sented the North Eastern Area 
on the Clearing House Classi- 
fication and Container Com- 
mittees. In 1929 he was ap- 
pointed Head of the Rates & 
Statistics Section, Chief General 
Manager's Office, and in 1932 
also became resvonsible to the 
Chief General Manager for 
Parliamentary matters. In 1934 
Mr. Bird was appointed Assis- 
tant Goods Manager (Southern 
Area), and in 1939 he became 

Assistant Divisional General Manager 
(Southern Area). Early in 1943 he was 
appointed Acting Goods Manager 
(Southern Area), in which post he was 
confirmed in April, 1945. Mr. Bird repre- 
sented the L.N.E.R. on tthe Railway 
Compan‘es’ Association Commission on 
Post-War Planning. 


Mr. W. H. Hamlyn, F.R.1.B.A., Archi- 
tect to the L.M.S.R., designer of that com- 
pany’s School of Transport at Ashbourne 
Park, Derby, which has been awarded a 
bronze medal by the Nottingham, Derby 
& Lincoln Architectural Society as the best 
building erected within the three counties 
between January 1, 1937, and December 
31, 1946, was born in Wigan 58 years ago. 
He was educated at Clayton House School, 
Chester, and served his articles in Liver- 
pool. also attending the Liverpool Univer- 
sity School of Architecture. Afterwards he 
acted as assistant to various architects in 
Liverpool, and in 1911 took up an appoint- 
ment to do special work with the L.N.W.R. 
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Mr. C. K. Bird 

Appointed Acting Divisional General Manager 
(Southern Area), L.N.E.R 


at Euston. During 1911 he entered the 
School of Architecture, Royal Academy, 
and at the end of his first year was 
awarded the Royal Academy Bronze 
Medal for Architectural Design. In the 
next year his designs, measured drawings 
and drawings from the cast were awarded 
the British Institution Scholarship, tenable 
for two years, and in 1914 he won the 
Royal Academy Travelling Studentship for 
Great Britain; in the same year an ex- 
tension of the British Institution Scholar- 
ship was granted in view of the quality of 
studies and designs produced during its 
original tenure. Mr. Hamlyn also con- 
tinued his work with the L.N.W.R. Dur- 
ing the 1914-18 war he served with the 
R.E. Transportation troops in France, and 
afterwards resumed railway duties as Chief 
Assistant, Architectural Department. He 
was placed in charge of the co-ordinated 
Architect’s Office, L.M.S.R., in 1932; under 
his control its activities have expanded 


Major Ormond Steven 


B.A. Great am and 
Western Railways, 1934 


Chief of Operation, 
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Mr. W. H. Hamlyn 


Architect, L.M.S.R., designer of School of Transport, 
Derby, which _has been awarded a medal by the 
Nottingham, Derby & Lincoln Architectural Society 


with the support of the company’s manage- 
ment, and a universal design service is now 
rendered to the company, covering archi- 
tecture, decoration, furniture, industrial 
design, collaboration with the C.M.E. 
Department in such matters as interior 
design of rolling stock, and hotel main- 
tenance and development. In recent years 
Mr. Hamlyn has been responsible for 
many of the company’s major building 
works, including the Welcombe Hotel. 
Stratford-on-Avon; the new station and 
other developments at Leeds just before 
the war; the large office building known 
as Euston House adjoining Euston Station; 
a programme of modern hostels for the 
accommodation of drivers and firemen; 
and the Prestatyn holiday camp built for 
the L.M.S.R. and Thos. Cook & Son Ltd. 
in 1939. On the outbreak of the recent 
war he acted as Camouflage Officer, in the 
first instance, for the British railways, and 
later for the L.M.S.R. During the war 


Mr. R. V. Cable 


Chief Accountant, B.A. Pacific Railway, appointed 
also Chief Accountant, B.A. Great Southern 
and Western Railways 
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Mr. H. A. Chapman 


Appointed Assistant Solicitor to the 
British Transport Commission 


his office carried out extensive building 
works, including many canteens, and re- 
cently has developed new types of pre- 
fabricated construction. To a | con- 
temporary building design Mr. Hamlyn 
has travelled in France, Spain, Germany, 
Holland and the U.S.A. He has devoted 
a good deal of time to painting, and was 
responsible for the large mural in the 
lounge of the School of Transport; and 
he designed the Stamp Medal (awarded 
for acts of bravery or special services to 
the L.M.S.R.). Mr. Hamlyn has written 
extensively and contributed many articles 
on architecture and other subjects to the 
technical and newspaper press. He has 
been Architect & Surveyor to the Railway 
Clearing House Committee during the last 
fifteen years. 

Mr. H. A. Chapman, M.Inst.T., Assis- 
tant Solicitor, L.M.S.R., who, as recorded 
in our October 24 issue. has been ap- 


Mr. James Mailer 


Chief Mechanical Engineer, B.A. Great Southern 
and Western Railways, 1939-47 
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pointed Assistant Solicitor to the British 
Transport Commission, was born in June, 
1905, at Umtali, Southern Rhodesia. He 
was educated at St. John’s, Johannesburg; 
Brighton College; and Clare College, Cam- 
bridge. He graduated in 1926, and shortly 
afterwards was articled to Mr. H. L. 
Thornhill, then Chief Legal Adviser, 
L.M.S.R. He was admitted a solicitor in 
1929, and joined the Solicitor’s staff, 
L.M.S.R., as Junior Parliamentary Solici- 
tor. He became Chief Assistant Solicitor 
(Parliamentary) in 1938, and Assistant 
Solicitor in May, 1945, In 1934 Mr. 
Chapman had been nominated by the 
Solicitors of the four main-line railway 
companies to deal with legal matters 
arising in connection with the submission 
of agreed charges to the Railway Rates 
Tribunal under the Road & Rail Traffic 
Act, 1933. In January, 1941, he was ap- 
pointed Acting Secretary, Railway Com- 
panies’ Association; that appointment was 
relinquished on March 31, 1945, on the 
return to the Association of the Secretary, 
Mr. Cole Deacon. In April, 1941, Mr. 
Chapman had been appointed also Secre- 
tary to the Rates & Charges Committee. 
Mr. Chapman’s father was Sir Henry 
Chapman, who died recently, and who was 
General Manager of the Rhodesia Rail- 
ways, 1930-38, subsequently Director & 
Technical Adviser in London, and from 
1940-45 Resident Director of the company 
in Rhodesia. 

Sir Joseph Nall has been succeeded as 
Chairman of the British Omnibus Com- 
panies Public Relations Committee by Mr. 
Raymond Birch, a former Director of the 
committee, but remains a member of the 
executive committee. 

Major Ormond Steven, MC., 
M.I.Mech.E., M.I.Loco.E., who, as_ re- 
corded in our October 31 issue, has re- 
tired from the position of Chief of Opera- 
tion of the Buenos Ayres Great Southern 
and Buenos Ayres Western Railways, re- 
ceived his technical education at the Royal 
Technical College, Glasgow, and served his 
engineering apprenticeship with the North 
British Locomotive Co. Ltd. In 1909 he 
joined the Mechanical Department of the 
Caledonian Railway under Mr. John 
McIntosh. Two years later he entered the 
service of the Central Argentine Railway 
as Assistant in the Locomotive Running 
Department; and‘ he was promoted to be 
Outdoor Superintendent in 1912. He 
volunteered for active service in 1914, and 
was gazetted to a commission in the Royal 
Field Artillery, serving with the Mediter- 
ranean Expeditionary Force in Egypt and 
Gallipoli, until invalided home late in 
1915. In 1916 he went to France with a 
Kitchener Division, and served throughout 
the battles of Loos, Somme, Messines, 
Passchendaele and Amiens. He rose to the 
rank of Major, was three times wounded, 
four times mentioned in dispatches, and 
received the Military Cross and Bar. After 
demobilisation Major Steven resumed duty 
with the Central Argentine Railway; he 
left the post of Assistant Works Manager 
at Pérez, Rosario, to join the Buenos Ayres 
Great Southern Railway, as Assistant to 
the Chief Mechanical Engineer. In 1933 
he was appointed Joint Superintendent of 
the Line of the Buenos Ayres Great South- 
ern and Western Railways under the then 
new system of unified train operation of 
those companies, and in 1934 was made 
Chief of Operation of both systems, a 
technical post involving the combined 
working of the Traffic and Locomotive 
Running Departments. Major Steven is a 
past-Chairman of the South American 
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Centres of the Institutions of Mechanical 
Engineers and of Locomotive Engineers, 
as well as of the Centre of British Engi- 
neering & Transport Institutions in the 
Argentine Republic. 


Mr. Richard V. Cable, who, as re- 
corded in our October 31 issue, has been 
appointed Chief Accountant of the Buenos 
Ayres Great Southern and Buenos Ayres 
Western Railways, retaining his position as 
Chief Accountant of the Buenos Ayres & 
Pacific Railway, was born in London on 
February 27, 1903. and was educated at 
Harrow. He was articled to the firm of 
Gane, Jackson, Jefferys & Freeman, and 
in 1926 qualified as a chartered accoun- 
tant. In August of that year he took up 
the post of Assistant to the Chief Accoun- 
tant, Central Uruguay Railway; in 1931 he 
became Acting Chief Accountant, and on 
January 1, 1932, was confirmed in the 
post. He was appointed Chief Accountant 
of the Buenos Ayres & Pacific Railway in 
November, 1937. 


Mr. James Mailer, M.I.Mech.E., 
M.Inst.T., who, as recorded in our October 
31 issue, has retired from the position of 
Chief Mechanical Engineer of the Buenos 
Ayres Great Southern and Buenos Ayres 
Western Railways, received his engineer- 
ing and technical training in Glasgow, and 
sailed for Argentina in 1907, when he 
joined the Buenos Ayres & Pacific Railway 
and was appointed Assistant Works Mana- 
ger in its Bahia Blanca workshops. He 
transferred to the Central Argentine Rail- 
way in 1909, and served in progressive 
posts up to that of Sectional Traction 
Superintendent. Mr. Mailer left to enlist 
in H.M. Forces early in 1915, and served 
through the first world war as a Captain 
in the Royal Engineers; on demobilisation, 
he was appointed Traction Superintendent, 
United Railways of the Havana. He re- 
turned to Argentina in 1923, and joined 
the Cordoba Central Railway, of which he 
was appointed Chief Mechanical Engineer 
in 1930. He joined the Buenos Ayres 
Great Southern Railway in 1938 as Vehicle 
Superintendent, and in 1939 was appointed 
Chief Mechanical Engineer, Buenos Ayres 
Great Southern and Western Railways. 


L.P.T.B. APPOINTMENT 

Mr. T. T. Shephard has been appointed 
to the new position of Rolling Stock En- 
gineer (Road Services), L.P.T.B. The con- 
trol and co-ordination of all maintenance 
at the Board’s garages and depots for 
buses, coaches, trolleybuses and trams will 
now be the responsibility of a single Roll- 
ing Stock Engineer, with his office at the 
L.P.T.B. Chiswick Works. Mr. Shephard 
has recently been attached to the office of 
the Chief Mechanical Engineer (Road Ser- 
vices) for special duties, which he now 
relinquishes on his new appointment. 

G.W.R. APPOINTMENTS 

Mr. A. N. Butland, Assistant to Chief 
Engineer, Paddington, to be Assistant to 
Chief Engineer (Maintenance), Padding- 
ton. 

Mr. P. G. Payne, Draughtsman, Chief 
Engineer’s Office (Steelwork), Paddington, 
to be Assistant, Chief Engineer’s Office 
(Steelwork), Paddington. 

Mr. R. G. G. Beesley, Assistant District 
Goods Manager, Birmingham, to be Goods 
Agent, Birmingham, in place of Mr. F. A. 
Masters, retired. 

Mr. A. E. Flaxman, Goods Agent, South 
Lambeth, to be Assistant District Goods 
Manager, Birmingham. 

Mr. F. B. Anstey to be Assistant, Signal 
& Telegraph Engineer’s Office, Reading. 
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Mr. C. T. Cox, who recently retired 
from the position of Divisional Superin- 
tendent, Paddington, Great Western Rail- 
way, had the honour of being received by 
Their Majesties at Paddington Station 
before their departure to the West Country 
on October 28. 

Mr. F. G. Parke, Assistant to the Chief 
Accountant, L.M.S.R., has retired, after 46 
years railway service. Since the amal- 
gamation, Mr. Parke has been responsible 
for the book-keeping of the L.M.S.R. 


We regret to record the death on 
November 4, at the age of 77, of the 
Hon. Sir Arthur Stanley, G.C.V.O., G.B.E., 
a Director of the Argentine Great Western 
Railway Co. Ltd. and the Villa Maria & 
Rufino Railway Co. Ltd.. and Chairman 
of the Lancashire United Transport & 
Power Co. Ltd. 


Mr. John Alcock, Jvint Managing 
Director of the Hunslet Engine Co. Ltd., 
has been appointed Chairman of the In- 
ternal Combustion Group recently formed 
by the Locomotive Manufacturers’ Asso- 
ciation 


Mr. L. Bacon, Chief Clerk at the 
L.M.S.R. Locomotive Works, Crewe, for 
the past 14 years, has retired, after 44 
years service at Crewe. He has served 
under nine Chief Mechanical Engineers. 


Sir Andrew Duncan has joined the 
board of the Dunlop Rubber Co. Ltd. 
Mr. J. H. Lord, the company’s Comp- 
troller, and Mr. R. M. Geddes, its Deputy 
Director of Overseas Sales, also become 
Directors, the latter as Director of Over- 
seas Administration & Sales. The com- 
pany announces the resignation, on 
account of ill health, of Mr. J. L. Graham, 
Director of Overseas Sales; he will remain 
available as a consultant on export. 


LorpD ASHFIELD’S FAREWELL MESSAGE 
To L.P.T.B. STAFF 
Subsequent to his resignation as Chair- 
man of the L.P.T.B. (see also page 531), 
Lord Ashfield, who recently was appointed 
a member of the British Transport Com- 
mission, has sent the following farewell 

message to the L.P.T.B. staff:— 


Having accepted the Minister of Trans- 
port’s invitation to become a member of the 
British Transport Commission, I now cease 
to be Chairman of the London Passenger 
Transport Board, a position which I have 
occupied since the Board was set up in 1933. 
My association with London’s transport, of 
course, goes back much further, for it is over 
forty years since I began my service with the 
Underground companies, during which I have 
had the pleasure of seeing our undertaking 
grow to its present size and importance, 
with a staff of roundly one hundred thousand 
men and women. It is therefore with a 
sense of loss—and even of emotion—that 
there must now be an end to our long and 
happy association in a task which touches 
so closely not only our daily lives, but also 
those of our families and of the people of 
London. Above all, I shall feel the loss of 
those daily contacts which I have had with 
you over the years. I shall never forget your 
kindness and friendliness to me. But I am 
happy in the thought that I shall be able to 
take a close interest in the development of 
London’s passenger transport services, to 
which I have given so many years of my 
working life, and I know that all of you 
will continue to give that loyal and devoted 
service which you have always given to our 
undertaking, and thus to the people of 
London. To each and every one of you I 
send my best wishes, and my warmest thanks 
for your loyal support and encouragement 
throughout the years. 














An appeal by the firm of Caudle & Co. 
Ltd., South Yardley, Birmingham, against 
a decision of the Deputy Licensing 
Authority for the West Midlands Area, 
under which certain vehicles belonging to 
the company were restricted to operating 
within a radius of 50 miles of Birmingham, 
was heard by the Road & Rail Appeal 
Tribunal in London on October 28. When 
the case was heard in October, 1946, the 
objectors were: 

L.M.S.R.; G.W.R.; Hay’s Wharf Cartage 
Co. Lid., Enfield ; Red House Garage Co. Ltd., 
Coventry; Premier Transport (Birmingham) 
Limited.; A. G. Harris Limited, Birmingham ; 
John Leslie Baker, Birmingham; and White’s 
Removals Limited, Birmingham. 

Mr. K. Mynett, for Caudle & Co. Ltd. 
said that the Deputy -Licensing Authority 
had granted Jicences for 19 vehicles of the 
company, which was engaged on genera! 
road haulage, but the appeal was only in 
relation to four tractors and five trailers, 
which were employed on the transport of 
heavy machinery and plant for site clear 
ance and machinery for open-cast coal 
mining. 

The restrictions imposed were against the 
weight of the evidence submitted, and 
would seriously inconvenience the appe! 
lants, who carried machinery all over the 
country. Although licences had _ been 
granted for the full number of vehicles 
applied for, the limitations imposed pre- 
vented the appellants from doing work 
that had been done in the past. 

The hearing was then adjourned 
until the next day, when Mr. Mynett 
recalled evidence that during the war 
the firm had operated from Storno 
way to Lands End, and he also sub- 
mitted that they were not in the same posi 
tion as newcomers. The work in question 
was mainly long-distance work. which. 
while largely constant, was in some cases 
nereasing. He asked the Tribunal to bear 
in mind that several witnesses called on 
behalf of the firm had told the Licensing 
Authority that if the vehicles were taken 
off the road it would seriously interfere 
with their business. Many contracts were 
for removals of machinery well outside 
the 50 miles radius imposed. 

At the adjourned hearing on October 
30, Mr. Mynett submitted that the new 
Transport Act would have no effect on the 
case. He submitted, also. that, because of 
the nature of the work done by the 
vehicles. which were of the low-loader type. 
it was not possible to maintain a network 
all over the country, and that they could be 
maintained only in large centres such as 
Birm‘ngham. For that reason there should 
be no restrictions as to radius on such 
vehicles. 

Mr. Karmel, for the road haulage objec 
tors, put the case that, according to the 
evidence submitted, the amount of low 
loader traffic available did not justify the 
removal of the radius restriction. 

The Chairman. Mr. Gleeson E. Robin 
son, said that, although Caudle & Com 
pany had done valuable work during the 
war, there was no reason to suppose that 
they had suffered financial loss in doing so. 

Mr. E. Gilbert Woodward, for the rail- 
way companies, submitted that there was 
no evidence to justify an increase in the 
radius. On the other hand. the railway 
cempanies had shown that they were nro 
viding facilities for heavy goods carriage 
over 50 miles. and the complaints made 
about the railway facilities were not suffi- 
cient to show that these facilities were not 
suitable or adequate. It was the general 
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policy of the railway companies not to 
oppose any licence application if the win- 
ning or transporting of coal were involved. 
He would point out, however, that most of 
the open-cast coal mining areas of Shrop- 
shire and Derbyshire came within a 50 
mile radius of Birmingham. 

In dismissing the appeal, the Chairman 
said that the increased demand for the 
novement of heavy machinery during the 
war had now greatly diminished, and that 
house building for which heavy plant would 
be required was not, since the end of the 
war, on the same extensive scale as before. 


Southern Railway Continental 
Services 


With the restoration of G.M.T. on Sun- 
day, November 2, Southern Railway boat 
train departures from Victoria have been 
made | hr. earlier. On the same date the 
Folkestone-Calais service to Paris, which 
has carried nearly a quarter million pas- 
sengers since its introduction on December 
1, 1946, was withdrawn, and the Newhaven- 
Dieppe service, formerly running daily, 
was reduced to three services weekly in 
each direction. 

In our news paragraph on restricted 
Southern Railway services last week, it 
should have been stated that the only daily 
/London-Paris service is now that via 
the Dover-Calais route, with two depar- 
tures daily, both connecting with the same 
steamer from Dover to Calais. There is a 
connection at Calais for Brussels. Return 
arrangements are similar. There is also a 
daily service to and from Brussels via 
Dover-Ostend. 

There is a service once a week in each 
direction between London and Paris via 
Southampton and Havre, leaving on Mon- 
days and returning on Tuesdays. 


Railway Students’ Discussion 
Group 


A discussion group of the Railway Stu- 
dents’ Association (London School of 
Economics) met at the Southern Railway 
Staff Training College, Woking. during the 
week-end October 25 to 26. The discus- 
sions were held under the direction of Mr. 
M. A. Cameron, Assistant Passenger 
Manager, L.N.E.R., who is Vice-President 


of the Association, and members con- 
sidered the subjects of charges policy, 
efficiency under the British Transport 


Commission, and the will to work. 

The charges question was viewed from 
the angle of a short- or a long-term prob- 
lem; the new approach made possible by 
the Transport Act: the validity of main 
taining existing principles, e.g., classifica- 
tion; possible results over short and long 
periods in freight and parcels rates and 
passenger fares; and standardisation y. 
flexibility, due regard being paid to the 
efficacy of alternative means of transport. 

On the subject of efficiency under the 
British Transport Commission. discussion 
ranged round the meaning and measure- 
ment of efficiency, the principal grounds 
on which objectors to the Transport Act 
expect the Commission to be inefficient. 
principles of management the Commission 
might apply, and how far their application 
is likely to overcome the difficulties stressed 
by the opponents of nationalisation. 

Under the subject the will to work, came 
a consideration of incentives, methods of 
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vocational training, discipline, manage- 
ment in relation to staff organisation, 
leadership and, finally, morale as the req] 
will to work. 

The occasion showed that a wide field 
exists for the development of the group 
method of getting together railwaymen in 
comparatively small numbers, using each 
meeting as an opportunity to pool know- 
ledge and ideas, and for building within 
all ranks of the railway service an esprit 
de corps that will be no less essential be- 
cause the public is to own its transport 
system. 


G.W.R. Taunton Concrete 
Depot 


Because of the shortage of timber. steei, 
and bricks the G.W.R, is making greater 
use of reinforced concrete to meet its 
immediate needs, and at its Taunton 
depot, which was visited by representa- 
tives of the technical press on Tuesday 
last, over 200 standard articles, ranging 
from paving slabs to fireplaces and ablu- 
tion troughs, are in regular production. 

On arriving at Taunton, the visitors 
were welcomed by Mr. F. Holland, Divi- 
sional Engineer, after which they were 
shown round the works by Mr. H. M. 
Pearson, Engineer in Charge, who pointed 
out that, during the first six months of 
the current year, more than 100,000 dif- 
ferent items were manufactured at the 
Taunton depot, where some 150 men are 
employed. 

In addition to the numerous small 
items referred to, footbridges. supports 
for verandah roof coverings, bridges. huts, 
etc., which previously were built of 
materials now in short supply, are being 
specially designed and cast in interlock- 
ing precast reinforced concrete sections 
ready tor rapid and easy erection at site. 
At the present time, parts of future 
stations at Port Talbot, Barry, and Aber- 
dare are being cast and made ready, as 
well as heavy sections weighing up to 32 
tons each for a bridge at Aberdare. 

Wherever possible, the moulds used at 
the Taunton depot are made of concrete 
to save timber and steel. The acute 
shortage of wooden sleepers is being 
helped out by a weekly output of be- 
tween 2,000 and 3,000 blocks for concrete 
sleepers. 

All the materials used, as well as the 
finished conciete, are subjected to strin- 
gent laboratory tests, and in the labora- 
tory, also, valuable research work is Car- 
ried out in connection with the effect ol 
engine fumes on concrete. waterproofing. 
etc. Further reference to this depot will 
be made in a later issue. 


L.N.E.R. HARWICH CONTINENTAL — SER- 
vVICES.—As from November 4 the L.N.E.R. 
has combined the “ Day Continental ” and 
the “ Scandinavian ” boat trains from Lon- 
don Liverpool Street to Harwich Parkeston 
Quay, and the sailings to the Hook of! 
Holland and Esbjerg have been combined 
to operate on Tuesdays, Thursdays, 
Fridays, and Saturdays. This train, 
leaving Liverpool Street at 9.30 a.m. and 
arriving at Harwich at 11.17 a.m., 1s avail- 
able to passengers who are not travelling 
by boat. In addition, the London-Harwich- 
Esbjerg service will, beginning with the 
departure from London on Friday. Nov- 
ember 28, operate only twice weekly In 
each direction; that is. from London on 
Tuesdays and Fridays, and from Esbjerg 
on Wednesdays and Saturdays. 
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International Timetable & Through Carriage 
Conference 


Decisions reached this year at Istanbul 


As arranged at the conference held in 
Montreux in October, 1946 (see our 
November 1, 1946, issue), this year’s Inter- 
national Timetable and Through Carriage 
Conference was held at Istanbul. Had it 
not been for the war, the conference would 
have been held in that city in 1939. It 
was attended this year by representatives of 
all the European administrations except 
the Spaniards, Portuguese, and Russians. 

Due to the difficulties in existing ser- 
vices, arrangements had been made pre- 
viously to run a special sleeping car train 
from Paris to Istanbul and back for dele- 
gates and thanks to the excellent arrange- 
ments made by the railway administrations 
concerned, and also the International Sleep- 
ing Car Company, the journey to and 
from Istanbul was covered in three days in 
each direction under ideal conditions. 

It was, however, necessary for a number 
of delegates to travel by the ordinary 
services, but whilst the journeys took 
longer, it is encouraging to learn that 
trans-Continental conditions are improving 
already so considerably that little difficulty 
was encountered. In any case, on arrival 
at the Turkish frontier station, consider- 
able attention had been given to the care 
of delegates. In fact, not only then, but 
throughout the whole period of the con- 
ference, no effort was spared by the 
Turkish railway authorities in connection 
with the conference, and the excursions 
for the delegates’ wives, culminating in an 
excursion for delegates to Ankara during 
the concluding week-end of the conference. 

On that occasion, delegates left Haidar 
Pacha by sleeping car train on Saturday 
night, and spent the whole of Sunday in 
Ankara, returning by sleeping car train 
that night. The visit to Ankara, a city of 
progress—and of contrasts—was a fitting 
end to the conference. 

Among the important questions decided 
at the conference were the following:- 

“Simplon-Orient | Express.’—Accelera- 
tions will be made in each direction, 


beginning in May, 1948, and from London 
and Paris to Istanbul no less than 21 hr. 
will be saved, due principally to improved 
timings which will be made east of Bel- 
grade. Timetables were agreed also for 
extension of the service from Belgrade to 
Salonica when circumstances permit, It 
is still not possible to obtain a through 
rail service to Athens, nor is it possible 
to resuscitate the Paris-Bucharest service 
via Vinkovei. 

So far as the Rome branch is concerned, 
further consideration is to be given to the 
possibility of greater accelerations; but 
in any case, in addition to the through 
sleeping car from Calais to Rome, a first 
and second class coach will be provided. 
Through bookings from London and Paris 
to destinations on the. Palestine Railways 
have been agreed, following the adherence 
of the Palestine Railways to the through 
tariff. 

*Arlberg-Orient Express..—This — ser 
vice, off which the Calais-Vienna sleeping 
car has been running, will be accelerated 
through to Bucharest, and will provide 
also a service to Belgrade, where it will 
connect with the “Simplon-Orient Ex- 
press.” Through bookings to (Palestine 
will be available also by this express. 

“ Orient Express.’—This train will be 
accelerated and extended to Budapest and 
Bucharest, the pre-war routing between 
Vienna and Budapest through Marchegg 
and Bratislava, being reverted to, permit- 
ting restoration of through bookings to 
Czechoslovakia. The British and Ameri- 
can Zones of occupation in Germany also 
are to participate in the tariff, thus pro- 
viding for bookings from and to German 
stations in these zones to destinations east 
of Austria. 

‘Nord Express.’—The extension of the 
‘Nord Express” from Berlin to Warsaw 
is to be decided at a later meeting, the 
absence of the Russian delegates from the 
conference rendering it impossible to agree 
detailed arrangements.. 


535 


London-Paris Services.—Services based 
on the timetable of last summer will be 
restored. with accelerations where possible, 


the most —S being that affecting 
the route via Folkesjone. The service 
leaving Paris at 2 p.m. and_ reaching 


London at 10 p.m. (i.e., 
slower than the popular * 
service. 

England - Switzerlana. Services.—Pro- 
vision has been made for a programme 
similar to 1947 in the hope that the present 
British restrictions on travel will be 
cancelled by next summer. 


in 8 hr.) is little 
*Golden Arrow ” 


OTHER CONTINENTAL CONNECTIONS 
The through service between the Hook 
of Holland and Scandinavia will continue 
to operate with a sleeping car between 
Hook of Holland and Copenhagen; and a 


Holland-Stockholm through coach. It is 
hoped to extend to Berlin the through 
coach at present operating between 


Holland and Hanover. 

The Hook of Holland-Basle express is 
to be accelerated somewhat and in addi- 
tion to the existing connections with 
Germany, etc., off this train, it is hoped 
to establish additional connecting services 


with Salzburg, Innsbruck, Vienna and 
Prague. 

British delegates to the Istanbul con 
ference were:- 

Southern Railway (also representing 


G.W.R.): Messrs. R. E. 
Bourn, and S. Robins. 


Sinfield, H. 


L.N.E.R. (also representing L.M.S.R.): 
Messrs. L. H. K. Neil, T. A. Smith, and 
C. G. G. Dandridge. 

The conference next year is to be held 
in Cracow, Poland. 

SOUTHERN RAILWAY SIATION NAME- 
BOARDS.—The new type of Southern Rail- 


way station nameboard on the ends of 
platform roofing is to be extended to a 
total of 145 stations. Our caption to the 
illustration last week of the nameboards at 
Woking stated incorrectly that it was 
proposed to adopt them at 14, instead of 
144 other stations. These signs in no way 
supersede any of the statutory or other station 
nameboards which exist today. 


L.M.S.R. School of Transport Receives Architectural Award 





The L.M.S.R. 





School of Transport at Ashbourne Park, Derby, designed by Mr. W. 


cry 


H. Hamlyn, Architect to the company, 


which has been awarded a bronze medal by the Nottingham, Derby & Lincoln Architectural Society (see also pages 531 and 532) 
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South Croydon Accident 
Inquiry, Southern Railway 


An inquiry into the collision near South 
Croydon Station, Southern Railway, on 
October 24 (See our October 31 issue), 
was held in London by Lt.-Colonel Sir 
Alan Mount, Chief Inspecting Officer of 
Railways, Ministry of Transport, on 
October 29. 

The signalman on duty at Purley Oaks 
gave evidence that he had been a porter- 
signalman about five months. He was 
trained at Purley Oaks box and was passed 
in May. The day of the accident was the 
first occasion on which he had had _ to 
deal with fog. 

Replying to a question by the Inspect- 
ing Officer, the signalman said that the 
7.33 a.m. train from Haywards Heath 
could not have been accepted at South 
Croydon, and it was checked at the home 
signal. Seeing that an instrument in his 
box was locked, he concluded that jt must 
have failed and operated the key. He 
agreed that he then gave “train out of 
section,” permitting Purley North to offer 
him the’ following train, which he 
accepted. 

Evidence was given by an area inspec- 
tor that the signalman concerned had 
given him the impression of being a man 
above the average when he took his ex- 
amination test last May. The inspector 
was Satisfied that the signalman was com- 
petent in every way to take charge of 
Purley Oaks box. Further evidence was 
given to the effect that, as far as could be 
found, no one had been injured by the 
electric current after the collision. 

The inquiry was concluded, and the find- 
ings of the inspecting officer will be pub 
lished in due course. 





Inquiry into L.N.E.R. Goswick 
Derailment 


Colonel A. C. Trench, Inspecting Officer 
of Railways, Ministry of Transport, on 
October 31 opened the inquiry into the 
derailment of the L.N.E.R. up Edinburgh 
express at Goswick on October 26 (see 
our October 31 issue). 

The stationmaster at Beal & Goswick 
said that the engineers had taken over the 
main line for maintenance on the day of 
the accident, and the independent lines 
were being used instead. In accordance 
with instructions, the distant and the 
distant repeater signals against southbound 
trains were put at caution; in addition 
there was a red flag and three detonators 
at the entrance to the portion of the main 
line closed to trains. When he visited 
the signal box after the accident, he found 


the levers of the distant and distant 
repeater signals both locked in the 
“caution” position. 

The signalman said that before the 


accident he had worked several trains over 
the up independent line, slowing them 
down by the signals. He had not lowered 
any signals at the time the up Edinburgh 
express was received into his section. The 
engine appeared to be blowing off steam 
as it approached, and when the train 
was about 200 yd. from the home signal 
he pulled it “ off,” thinking the train was 
under control. When he realised that the 
engine was, in fact, still steaming full 
ahead, he put the signal back to danger. 
He said that when the train passed his 
box it could not have been doing less than 
0 m.p.h. 

A lengthman, who was in the signal box, 
said that he thought that the brakes of 
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the train were applied after it had passed 
the box, but when it turned into the 
independent line its speed was just about 
what would be normal for main line 
running at that point. 

The driver of the last up train before 
the accident said he found the distant and 
home signals at Goswick at danger when 
he approached them; they were pulled 
“off” as he came to them. Further 
evidence was given to the effect that earlier 
this year a driver had reported that the 
arm of the Goswick distant signal was 
not fully at “danger,” although the 
repeater in the signal box showed it to be 
so. There had been no further com- 
plaints of this nature. 

Part of the evidence at the inquiry was 
taken in private, and the inspecting 
officer's report will be published in due 
course. 


British Transport Commission 

Major J. A. Boyd-Carpenter (Kingston 
on-Thames—C.) on November 3 asked the 
Minister of Transport if he would state the 
names, qualifications, salaries, and expenses 
allowances of all persons so far appointed 
by him to the Transport Commission, and 
to the Executives set up under it. 

Mr. L. J. Callaghan (Parliamentary Secre- 
tary, Ministry of Transport) in a written 
answer stated: A statement of the names 
of the members of the British Transport 
Commission and of the salaries and allow 
ances authorised was laid before the House 
on October 23, 1947. The following state- 
ment gives the other information for which 
Major Boyd-Carpenter asks: the only 
Executives at present appointed are the 
Railway, the London Transport, and the 
Docks & Inland Waterways Executives. 

(1) Salaries of the Members of these 
Executives :— 

Per annum 
(a) Railway £ 
Chairman ... se : 
Members (whole-time) 
Members (part-time) " 
(b) London Transport and Docks & Inland 


... 7,000 
.-» 5,000 (a) 
. 750 


Waterways 
Chairman ... ‘ie «» _5,000(c) 
Members (whole-time) ... 3,500(b)(c) 
Members (part-time) 750 (c) 


(a) In one case in which an officer of an existing under- 
taking was in receipt of a higher salary he will continue 
to receive the higher amount 

(b) In three cases in which officers of the L.P.T.B. 
were in receipt of higher salaries they will continue to 
receive the higher amount 

(c) The salaries of the three members of the London 
Transport Executive who are members of the L.P.T.B. 
will be abated by the remuneration received by themin 
respect of membership of the Board so long as that 
continues 


Expenses allowances to members of the 
Executives have not yet been fixed. 

(2) Qualifications of Members of the 
British Transport Commission and of the 
three Executives:— 

The persons appointed were selected, as 
required by the Act, from among persons 
who have had wide experience and shown 
capacity in transport, industrial, commer- 
cial or financial matters, in administration 
or in the organisation of workers. A list 
of the members and of the positions held 
by them at the time of their appointment 
is given below:— 

British Transport Commission 


Chairman 

Sir Cyril Hurcomb, G.C.B.,  K.B.E. 
(Secretary, Ministry of Transport, and Chair- 
man, Electricity Commission; Past-President, 
Institute of Transport). 
Whole-Time Members 

Rt. Hon. Lord Ashfield 
L.P.T.B., from its inception ; 
Institute of Transport). 


(Chairman, 
Past-President, 


= 


7, 1947 


November 


Mr. John Benstead, C.B.E. (General Sec 
tary, N.U.R.) ee ey 

Lord Rusholme (General 
operative Union Limited). 

Sir Wiliam Wood, K.B.E. (President of the 


Secretary, Co. 


Executive, L.M.S.R.; Past-President, Insti- 
tute of Transport). 
Part-Time Member 

Captain Sir lan Bolton, Bt. O.B.E. (a 


member of McClelland,- Ker & Company 
chantered accountants, of Glasgow and 
London; and a Director of the I M.S.R 
and other public companies). , 


Railway Executive 
Chairman 

Sir Eustace Missenden, O.B.E. 
Manager, Southern Railway). 
Whole-Time Members 

General Sir William Slim, G.B.E., K.C.B 
D.S.O., M.C. (Commandant, Imperial 
Defence College). 

Mr. W. P. Allen, C.B.E. (General Secretary 
Associated Society of Locomouve Engineers 
& Firemen). ; 


(General 


Mr. V. M._ Barrington-Ward, C.B.E., 
D.S.O (Divisional General Manager, 
L.N.E.R.) 7 

Mr. D. Blee (Chief Goods Manager. 
G.W.R.) Q 


Mr. R. A. Riddles, C.B.E. (Vice-President 
of the Executive, L.M.S.R.). 

Mr. J. C. L. Train, M.C., M.I.C.E. (Chief 
Engineer, L.N.E.R.). 

Part-Time Members 

Mr. C. Nevile (Chairman, Economic Com- 
mittee, National Farmers’ Union). 

Sir Wilfrid Ayre (Member of the Iron & 
Steel Board; of the Advisory Panel of the 
Finance Corporation for Industry ; Chairman 
& Managing Director, Burntisland  Ship- 
building Co. Ltd.; Director of other public 
companies ; Past-President, Shipbuilding Con- 
ference). 

London 
Chairman 

Rt. Hon. Lord Latham (Member of the 
L.P.T.B.; Chairman, Singer Motors Limited, 
and of various other public companies). 
Whole-Time Members 

Mr. John Cliff (Member of L.P.T.B.; until 
1933 Assistant General Secretary of Transport 
& General Workers’ Union). 

r. A. H. Grainger (Solicitor, L.P.T.B.). 
Mr. L. C. Hawkins (Comptroller, L.P.T.B.). 

Mr. A. B. B. Valentine (Operating Mana- 
ger (Railways), L.P.T.B.). 
Part-Time Members 

Sir Richard Burbidge, Bt., C.B.E. (Chair- 
man of Harrods Limited and other public 
companies). 

Sir Edward Hardy (Member of L.P.T.B.; 
Chairman, Kent County Council, since 1936; 
Deputy Chairman, Kent War Agricultural 
Executive Committee). 

Mr. T. E. Williams (Director, Co-operative 
Wholesale Society). 


Transport Executive 


Docks & Inland Waterways Executive 
Chairman 

Sir Reginald Hill, K.B.E., C.B. 
Secretary, Ministry of Transport). 
Whole-Time Members 

Mr. Robert Davidson (General Manager & 
Engineer, Leeds & Liverpool Canal Co.). 

Mr. John Donovan (National Secretary, 
Docks Group, Transport & General Workers 


(Deputy 


Union; member of National Dock Labour 
Board). 

Sir Robert Letch (served with Port of 
London Authority since 1915; (Regional 


Port Director for Scotland, 1941-42, and for 
North-Western Area of England, 1942-45): 
Chairman, National Association of Port 
Employers, and Joint Chairman, National 
Joint Council for the Port Transport Industry). 
Part-Time Members 

Mr. George Cadbury (Chairman, Severn 
Carrying Company; a River Severn Com- 
missioner). 

Sir Hector McNeill (Lord Provost of Glas- 
gow; member of Clyde Navigation Trust: 
Regional Port Director for Scotland, 1945-46). 

Sir Ernest Murrant, K.C.M.G., M.BE. 
(President, Chamber of Shipping of the 
United Kingdom; Chairman, Furness, Withy 
& Co. Ltd., and other public companies). 
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Workmen’s Railway Tickets 
Commander A. H. P. Noble (Chelsea— 
C.) on October 28 asked the Minister of 


Transport why workmen's railway and 
tube tickets were confined to artisans, 
mechanics and labourers and were not 
available to those clerical workers who 
were in the ~~ income group. 


Mr. L. J. Callaghan (Parliamentary 
Secretary, Ministry of Transport), in a 
written answer, stated: Workmen’s tickets 


were originally intended only for artisans, 
mechanics and labourers, but the qualifi- 
cation is not usually enforced during the 
early morning hours. It is an essential 
feature of any workable arrangement for 
issue Outside those hours. I may add that 
| re-examined this question with great 
care before my recent announcement of 
workmen’s ticket arrangements in connec- 
tion with the re-arrangement of hours of 
work in industry. 


Ban on Use of Foreign Railways 

Mr. E. H. Keeling (Twickenham—C.) 
on October 28 asked the Chancellor of 
the Exchequer for what reason the ban on 
the use of foreign ships, aircraft and rail- 
ways by British passengers which was to 
have come into force on October | had 
been cancelled. 

Dr. Hugh Dalton (Chancellor of the 
Exchequer), in a written answer, stated: 
Because I was satisfied that the original 
Order would be difficult to administer, 
would save very little foreign exchange, 
and might involve a breach of certain 
treaty obligations. 


Steel Allocation 

Sir William Darling (Edinburgh South- 
C.) on October 28 asked the Minister for 
Economic Affairs if he was aware that 
steel allocation arrangements gave many 
firms steel, but in such inadequate quanti- 
ties that all firms had some steel but no 
single firm enough to complete essential 
jobs; and if he would review the present 
system. 

Mr. H. A. Masemend (Paymaster- 
General): I have been asked to reply. 
I recognise that steel supplies are inade- 
quate to meet all requirements for home 
and export uses, but in allotting steel to 
consumers under the allocation arrange- 
ments, departments do their best to ensure 
that essential needs are met as far as pos- 
sible. As the Minister for Economic 
Affairs announced in the House on Octo- 
ber 23, the steel control scheme has 
already been reviewed with a view to en- 
suring that deliveries follow closely on 
allocations. 

Sir William Darling: Is the Minister 
aware that to my knowledge there are 
three important businesses all of which 
have 65 per cent. of the steel they require 
and none of which can complete its 
orders? They have the orders but they are 
waiting for sel. Would it not be better 
to give one of them a full quota and let 
the other two do without? 

Mr. Marquand: I cannot be aware of 
what is in Sir William Darling’s know- 
ledge, but if he will send me particulars 
I will look into the matter. 


Leave Train in Germany 

Mr. W. M. F. Vane (Westmorland—C.) 
on October 28 asked the Secretary of 
State for War whether he was aware that 
the leave train known as Medloc com- 
pared unfavourably with U.S. leave trains 
in Germany as regarded coaching stock 
and cleanliness of lavatory accommoda- 
tion; and whether he would amend the 
timetable so as to increase the running 
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speed and reduce the time spent at the 
numerous halts, other than meal halts. 

Mr. E. Shinwell (Secretary of State for 
War): The coaching stock used, though 
not of the highest standard, is the best that 
can be obtained in present conditions; the 
lavatories are cleaned before every 
journey. Every effort is made, and will 
continue to be made, to reduce halts, 
other than meal halts, to the minimum, 
but the timing of this international train 
is a complicated matter. Stops are neces- 
sary for taking water, engine changing 
and frontier control examination, and 
these cannot be avoided. 

Mr. Vane: Is not the Minister aware 
that this train is slower than the average 
German civilian express train? Cannot 
he improve the conditions and the time- 
table? It takes 36 hours to do the 
journey, and it is very uncomfortable for 
six to eight men to have to sit on wooden 
benches in a compartment. 

Mr. Shinwell: That may be because the 
rolling stock is unsatisfactory. The only 
means of improving that rolling stock is 
by sending some out from this country, 
and we cannot afford to do that. 


Notes and News 


Deputy Chief Mechanical Engineer Re- 
quired.—A deputy chief mechanical engi- 
neer, under 45 years of age, is required by 
the Iraqi State Railways for three years 
with prospect of renewal. See Official 
Notices, page 539. 

Assistant Engineer for Signalling Work 
Required.—An assistant engineer for sig- 
nalling work, between 26 and 35 years of 
age, is required in the signa! and electrical 
branch of the New Zealand Railways. 
Applicants must be members of the Insti- 
tution of Electrical Engineers. See Official 
Notices, page 539. 

Draughtsman Surveyor Required—A 
draughtsman surveyor is required by the 
Jamaica Government Railway for three 
years, with possibility of permanency. 
Candidates should have good railway ex- 
perience and be able to design and prepare 
specifications and supervise actual con- 
struction of buildings and railway engin- 
eering works. See Official Notices, page 

9 


Electric Trolleys for Bristol Goods 
Depot.—Silent electric trolleys are now 
being used at Temple Meads Goods 
Depot, the first G.W.R. depot to be so 
equipped. They are extremely manceuv- 
rable, can turn in their own length, and 


Electric Platform 





Scott electric elevating platform truck 
G.W.R. at Bristol Temple Meads goods depot 
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lifts connecting the 
platforms with the warehouse below. 
Each trolley has several stillages, or 
demountable platforms. These are loaded 
or unloaded while the trolley is making a 
journey, thus obviating waiting time. 
Ultimately. the depot will be equipped 
with 25 trolleys and 150 stillages. The 
trolleys are Scott electric elevating plat- 
form trucks, one of which was demon- 
strated during an exhibition of G.W.R. 
goods-handling equipment at St. Ervan’s 
Road Depot, Westbourne Park, on June 4 
(see our June 13 issue). 

Railway Service Christian Union.—On 
Tuesday, November 11, the Railway Ser- 
vice Christian Union is celebrating the 
twenty-fifth anniversary of its formation 
by a social gathering at Friends’ House, 
Euston Road, N.W.1, at 6 p.m. The chair 
will be taken by Mr. J. Taylor Thompson, 
Engineer (York), L.N.E.R., and a lantern 
lecture will be given by Mr. Cecil J. 
Allen, President, R.S.C.U., — entitled 
“Across the Roof of Europe by the 
Glacier Express.”” Members of the Union. 
it is stated, will gladly welcome any 
friends in the railway service who are 
interested in the objects for which the 
R.S.C.U. stands. 


Evening Classes for G.W.R. Staff.— 
Nearly 10,000 railwaymen from all grades, 
in ali parts of the system, are attending 
free winter evening classes organised by 
the G.W.R. in signalling, permanent way 
maintenance, station accountancy, goods 
rates and station working, salesmanship, 
and first aid. There are also special tech- 
nical courses for the Chief Mechanical 
Engineer’s staff; schools for the Signal 
Engineer’s Staff at Bristol and Birming- 
ham; L.C.C. classes for senior and junior 
clerks in the London area; and lectures in 
railway subjects at the London School of 
Economics to prepare students for the 
Institute of Transport examinations. 

Road Haulage Association and Aims of 
Industry.—For some time the Road Haul- 
age Association has been considering the 
necessity for maintaining public interest 
in the continued activities of the large 
number of privately-owned concerns 
which will remain outside the British 
Transport Commission even after the 
Transport Act comes into force. There 
will be a considerable amount of public 
relations work involved, and to cope with 
this, the Association has arranged with 
Aims of Industry for co-operation between 
the two organisations. In return for the 
use of the resources of Aims of Industry 
the Association will put the machinery of 


Truck for G.W.R. 


fit snugly into the 


i ML i we Bt 
A Se Te 


of the type adopted by the 
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its various area organisations at the dis- 
posal of Aims of Industry on an agency 
basis. No question of a merger between 
the two organisations arises and the area 
committees of the R.H.A. will have com- 
plete freedom to decide whether or not 
they will participate in the arrangement. 
Mr. Roger W. Sewill, Director of the 
Road Haulage Association, will act in the 
capacity of Director on behalf of both 


organisations for a trial period of six 
months, when the arrangement will be 
reviewed. 


Shunting Locomotives for Calcutta.— 
An order has been placed with the Hunslet 
Engine Co. Ltd., Leeds, for a further six 
65-ton 0-6-2 tank locomotives for heavy 
docks shunting with 1,200-ton trains at the 
Port of Calcutta. An article describing this 
locomotive appeared in our August | issue. 


Queensland Orders Beyer-Garratt Loco- 
motives.—Beyer, Peacock & Co. Ltd. has 
received an order from the Queensland 
Government Railways (3 ft. 6 in. gauge) 
for ten 4-8-2 2-8-4 Beyer-Garratt loco- 
motives of a new design. This is the first 
order for locomotives placed in_ this 
country by the Queensland Government 
Railways since 1929. 


Derailment at Beith Station, L.M.S.R.— 
When a train from Largs was entering 
Beith North Station, L.M.S.R., on Novem- 


ber 3, it came into collision with a light 
engine. Both engines were derailed, and 
damage was sustained by the first three 
carriages of the passenger train. The 


driver of the light engine was one of three 
persons who were detained in hospital. 
[Twelve persons in all were treated for 
injuries. 

L.M.S.R. Goods Trains in Collision.—- 


Two L.M.S.R. goods trains collided 
between Leighton Buzzard and Chedding- 


ton stations early on October 31, result- 
ing in 25 wagons being derailed. There 
were no casualties. The four lines at this 
point were blocked, but although the 
collision occurred at 5.45 a.m., the down 
fast line had been cleared by 6.20 a.m. 
and the up fast line by 7.37 a.m. Both 
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trains were travelling in the up direction, 
and at the time of the collision one was 
being transferred from the up fast to the 
up slow line. A bus service was put into 
operation to convey local passengers to 
Tring Station, and arrangements were made 
for others to travel to St. Pancras via the 
Luton branch. 


Midland Uruguay Debentures.—The 
trustees of the 5 per cent. debenture stock 
of the Midland Uruguay Railway Co. Ltd. 
have, on the company’s application, ex- 
tended the date from which interest on the 
stock becomes payable as a fixed charge 
from November 1, 1947, to November 1, 
1948, in accordance with the powers con- 
ferred on them under the supplemental 
trust deed dated July 10, 1947. 


Metropolitan-Vickers Electrical Co. Ltd. 
Mr. R. P. Horlock, formerly Manager 
of the Metropolitan-Vickers Sub-Office at 


Leeds, was appointed Manager of the 
company’s District Office at Sheffield on 
October 1, when Mr. R. G. MacLaverty 


relinquished his duties (Mr. MacLaverty 
is remaining with the company for consul- 
tation until the end of the year). Mr. 
W. H. Ball has been appointed to succeed 
Mr. Horlock as Manager of Leeds Sub- 


Office. which is now attached to the Shef- 
field District Office of the Metropolitan- 
Vickers organisation. Mr. MacLaverty 


has completed 44 years service with the 
company. 





Tube Investments Pension Scheme.—The 
25,000 men and women operatives em- 
ployed in the works of subsidiary and 
associated companies of Tube Investments 
Limited are being offered a pension and 
life assurance scheme to start from Decem- 
ber 1 next. A similar scheme already exists 
for staff. The new scheme provides a life 
pension for men from 65 and for women 
from 60 years of age, varying in amount 
according to their wage rates and years of 
service, and a substantial life assurance 
during the years of employment. As a 
contribution, the firm will subscribe over 
half of the weekly payments for each 
pension, payments by workers being kept 
low because of the full contribution 


Euston Art Exhibition, L.M.S.R. 


Sir Robert Burrows, Chairman of the L.M.S. 


porter viewing exhibits at the Euston Art Exhibition which was opened 


on October 30. 











R., with an L.M.S.R. 


(See last week’s issue) 
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shortly to be required of employees under 
the State Pension Scheme. Tube Invest- 
ments are making a further payment estj- 
mated at between £600,000 and £750,000. 
to secure benefits for past service by em- 
ployees without their subscribing for the 
years before the scheme started, and they 
will also bear the whole cost of the life 
assurance. 


Trans-Persian Railway Anniversary, — 
The 20th anniversary of the Trans-Persian 
Railway was commemorated in Teheran 





ee 


British and Irish Railway 
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a Be | 
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G.W.R. 
Cons. Ord. .. , 614 544 54 
5°% Con. Pref. 1264 107 1144 
5% Red. Pref. (1950) 1064 1024 984 
5% Rt.Charge  ...| 140¢ | 1224 | 1274 
5% > Cons. Guar. 137} 1184 1264 
4°), Deb. 1294 106 119 
44°, Deb. 1294 107 119 
44% Deb. ... ; 1304 114 1204 
5 Deb, .... «| 4a | 125 1314 
24 % Deb. mA $ 954 BI 884 
L.M.S.R. 
rd. son} ae 26} 27 
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86 754 78 + { 
i Pref. (ree) 1054 97 964 
: 9 Guar. re 1084 1co 99 
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5% Red. Deb. (1952) 108} 1054 1004 
L.N.E.R. 
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4°, First Pref. ooe| SOO 50} 53 
4% Second Pref. . 29s 253 264 — 
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4% Red. Deb. (1970- 
80) ... ao one} OCS 1044 1054 - 
FORTH BRIDGE 
4°, Deb. ins ose} 100 103 984 
4% Guar. ... «| 105 102 944 
LP: T.8. 
ae ee sss) 400 1204 1224 
> ie ee vew| 1424 1304 1304 
3° Guar. (1967-72)... 108 984 984 - 
ae Ses 1284 1174 1174 - 
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MERSEY 
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3% Perp. Pref. < 76 69 684 — 
4% Perp. Deb. W774 103 106 
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IRELAND* 
BELFAST & C.D. 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from: the provisions of 
the Control of Engagement Order, 1947, or the 
vacancy is for employment excepted from the 
provisions of that Order. 


Government of Iraq 


A PPLICATIONS 
é invited for the 


from qualified 


candidates are 
following post: 


DEPUTY CHIEF MECHANICAL ENGINEER 
required by Iraqi State Kailways for three years, 
vith prospect of renewal. Salary Iraq Dinars 120 


130 a month, according to qualifications and experi- 
ence Cost-of-living allowance I.D. 24 a month 
ab. 1 £1). Free passages Provident fund 
Candidates under 45, must be A.M.I.Mech.E. or 
hold engineering degree, have served an apprenticc- 
ship or pupilage on British railway, and have had 
considerable experience in both locomotive running 
and repair work, and in the maintenance of rol'ing 
Workshop experience and knowledge ol 
locomotives an advantage Apply at 
Stating age, whether marricd or single, 
qualifications and experience, 





stock 
diese! electric 
once by letter, 
and full particulars of 


and mentioning this paper, to the CROWN AGENTS 
rOR THE COLONIES, 4, Millbank, London, S.W.1 
quoting M/N/12840 on both letter and envelope 
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OFFICIAL NOTICES 


Government Railways Department, 
New Zealand 


APPLICATIONS are invited for the position of 

Assistant. Engineer for signalling work in the 
Signal and Electrical Branch of the New Zealand 
Railways. Applicants must be Associate Members o! 
the Institution of Electrical Engineers and be be- 
tween the ages of 26 and 35 years Salary will be 
at the rate of £785 (N.Z.) per annum. Applications 
will be received up to December 20 by the Hicu 
COMMISSIONER FOR NEW ZEALAND, 415, Stranc, 
London, W.C.2, from whom further details may be 
obtained 


MEC HANICAL eee ANCES FOR HANDLING 
RAILWAY TRAFFIC By G. Bulkeley An 
explanation of the employment of mechanical appa- 
ratus for handling and carting general goods. _ Cloth 
7$ in. by 5 in 132 pp. Lllustrated. 5s. By post 
Ss. 3d 


Ss! ee MILITARY RAILWAY BRIDGES 

. S. Bond. A description of the different 
waar ae bridges designed for rapid erection in the 
field by the Allied Forces, and of the various 
methods employed in such erection. 28 pages. 9 in 
by 12 in.: fully illustrated. Paper cover Ss. By 


post Ss. 2 


339 


Crown Agents for the Colonies 


A PPL ICATIONS from qualified 
invited for the following post 


candidates are 


DRAUGHTSMAN SURVEYOR required by 
Jamaica Government Railway for 3 years with 
Possibility of permanency. Salary £650-£7 ~ accord- 
ing to experience. Free passages Candidates 


should have good railway experience and be able to 
design and prepare specifications «nd supervise actual 


construction of buildings and railway engineering 
works. They should also be competent railway sur- 
veyors. Apply at once by letter, stating age, whether 


married or single and full particulars of qualificatigns 
and experience, and mentioning this paper, to te 
CROWN AGENTS FOR THE COLONIES, 4, Milibank, 
London, S.W.1, quoting M/N/18574 on both letter 
and envelope 


STEEL STRUCTURES purchased, dismantled and 

removed. Industrial steel structures re-built, re- 
roofed and renovated. Steel factory buildings dis- 
mantied, re-erected or adapted on other sites.— 
BELLMAN HANGARS LIMITED, Terminal House, Gros- 
venor Gardens, London. S.W.1. Sloane 5259. 


Firiy YEARS OF RAILWAY 
ENGLAND AND SCOTLAND. 
Tatlow Cloth. 84 in. by 7 in 

trated. 10s. By post 10s. 7d 


LIFE IN 
By Joseph 
223 pp. Illus- 








on October 16, when the Shah unveiled a 
marble pillar on the site where his father 
had ordered construction of the railway to 


begin. At the same time he opened a rail- 
way exhibition. The Tranc-Persian Rail- 
way and other lines in Persia are described 


in“ The Railways of Persia,” published by 
The Railway Gazette at 33, Tothill Street, 
Westminster, S.W.1, price 2s. Work car- 
ried out in the country by the Royal Engi- 
neers during the war has been the subject 
of a series of articles in our pages, now 
reprinted under the title “ British Work on 
Persian Railways,” price Is. 


Railways Staff Offices: Change of 
Address—The offices of the Railways 
Staff Conference, Railway Staff National 
Council, Special Joint Committee on 
Machinery of Negotiation for Railway 
Staff, and Railway Executive Committee 
Staff Committee have from November 3 
been transferred from L.M.S.R. Head- 
quarters, Watford, to Central Offices, 
Euston Station, London, N.W.1. The new 
telephone number is Euston 1234, exten- 
sions 268, 269 and 295. 


Privately-Owned Railway Wagons.—The 
Minister of Transport has made the 
Acquisition of Privately-Owned Railway 
Wagons (Payment of Compensation) Regu- 


lations, 1947 (S.R. & O. 1947, No. 2225) 
and the Acquisition of Privately-Owned 


Railway Wagons (Apportionment of Com- 
pensation) Regulations, 1947 (S.R. & O. 
1947, No. 2226), under Section 119 of the 
Transport Act, 1947. Copies of the Regu- 
lations are obtainable from H.M. Stationery 
Office, or through any bookseller, price 
Id. net each. 


The “ Devon Belle,” Southern Railway. 
The Southern Railway all-Pullman train. 


with Observation Car—the Devon 
Belle °—which was withdrawn from 
service on October 27 for the winter 
months, carried in all 42,720 passengers 
during the season. Over 40,000 meals 
were served on the train from the 


inauguration of the service on June 20 this 
year. The train rai a total of 154 trips 
in both directions, and arrived on time on 
8S occasions. An average of only 4 min. 
late was recorded for a journey of 234 
miles, which, in the height of the holiday 
traffic season, is a fine record. Both the 
Southern Railway and the Pullman Car 
Co. Ltd. have received many compli- 
mentary letters regarding the train, quite 
a number of which have come from over- 
Seas visitors. Americans say that they 


have nothing in their country to equal the 
service. The decision to run this all- 
Pullman holiday train was taken in view 


of the shortage of ordinary main-line 
coaches, and the slow rate of production 
of new vehicles due to lack of materials. 


As shown by the number of passengers who 
itronised the ““ Devon Belle,” the decision 
was a wise One. 


Prices of Zinc Sheets and Rolled Zinc 
(Boiler Plates)—The Ministry of Supply 
states that the prices of zinc sheets and 
rolled zinc (boiler plates) are increased by 
17s. 6d. a ton as from October 16, 1947, 
making the maximum selling price of zinc 
sheets £82 a ton and of boiler plates £80 
a ton. The increase is to cover increased 
manufacturing costs. In addition. the 


existing premia on thin gauges and odd 
sizes, not covered by the Statutory Order. 


will be increased by 50 per cent. 


Anglo-Uruguay Payments Agreement.— 
Early ratification by the Uruguay Congress 
is expected of the Anglo-Uruguay pay- 
ments agreement concluded on July 15 
last. The agreement provides for 10 per 
cent. of the country’s sterling balances, 
agreed at £17 million, to be released during 
the two years after the agreement comes 
into force. Sums up to £4 million may be 
used to buy British-owned transport under- 
takings, and up to £3 million for public 
utilities, provided the purchases are made 
by December 31, 1948. 


Coffee-Making in L.N.E.R. Refresh- 
ment Rooms.—The first example of a new 
type of coffee-making insiallation now 
being adopted by the L.N.E.R. was demon- 


strated at Marylebone Station refreshment 


room on November 4. This equipment, 
known as the Conabar, has been designed 
and developed by the Cona Coffee 
Machine Company, Pirelli House, Euston 
Road, N.W.1. with the co-operation of 
the L.N.E.R. Refreshment Rooms Services 
& Canteens. The coffee is brewed entirely 
in glass, to eliminate metal contamina 
tion and ensure a supply consistent in 
quality and flavour. Two 2-pint perco- 
lators, heated by gas, are provided in the 
Maryiebone installation, giving a capacity 
of 50 pints per hour. The number of 
percolators can be varied according to the 
requirements of the refreshment room in 
which the equipment is installed. Mr. 

E. K. Portman-Dixon, Superintendent 

Refreshment Room Services & Canteens, 
L.N.E.R.. stated at the demonstration that 
a similar machine will be in operation at 


the end of 
proposed to 


Fenchurch Street 
the month, and that it is 
equip the principal refreshment rooms 
throughout the system. Progress in equip- 
ment designed to ensure a high standard 
of the refreshments on sale is supported 
by a training scheme for the staff to 
provide the public with a rapid and 
efficient service. Assistants from refresh- 
ment rooms throughout the system 
undergo a one-week refresher course at 
Marylebone in a school equipped with 
a fully-fitted bar counter, and there is also 
a course for manageresses which lasts a 
fortnight. 


Station by 


Forthcoming Meetings 


November 10 (Mon.).—The Institute of 
Transport, at the Institution of Elec- 
trical Engineers, Savoy Place, W.C.2, 
5.30 p.m. “Principles of Organisation 
for Large Undertakings,” by Mr. F. A. 
Pope, C.I.E., M.Inst.T. 

November 12 (Wed.)—tThe Institution of 
Locomotive Engineers, at the Institu- 
tion of Mechanical Engineers, Storey’s 


Gate, St. James’s Park, S.W.1, at 5.30 
p.m. “Locomotive Frames,” by Mr. 
E. S. Cox, Member of Council, and 
Mr. F. C. Johansen, Member. 


November 13 (Thurs.). 
Structural 
Street, London, 
*Recent Trends 
ing,” by Dr. O. Bondy, 


The Institution of 
Engineers, Upper Belgrave 
S.W.1, at 6 p.m. 
in Structural Weld- 
M.1.Struct.E.., 


A.M.LC.E. 

November 13 (Thurs.).—The Institution of 
Electrical Engineers, Savoy Place, 
W.C.2, 5.30 p.m. “Electrical Aspects 
of Overhead Travelling Cranes,” by 
Mr. G. V. Sadler. 

November 14 (Fri.)—The Society of 
Engineers (Informal Section), 17, 


Victoria Street, London, at 6.30 p.m. 
‘Military Engineering in the North- 
West Europe Campaign,” by Mr. E. 
Haydock, A.M.LC.E., A.M.S.E. 


November 18 (Tues.).—The Institution of 
Civil Engineers, Great George Street, 
Westminster, S.W.1, at 5.30 p.m. 
Debate: “That the flat-bottom rail 
will render the bullhead rail obsolete.” 
For the motion, Mr. E. C. Cookson, 
B.Sc.(Eng.), M.LC.E. Against the 
Motion Mr. W. J. Scott, O.B.E., 
A.M.LC.E. 











Stock markets were stimulated by the 
municipal election results, values in all sec- 
tions responding readily to small improve- 
ment in demand, although best levels were 
not fully held, the shadow of the impending 
emergency Budget making for caution. 
Money has been moving more freely into 
British Funds, there being general expec- 
tations that the Budget will provide a big 
stimulus for gilt- edged, which before the 
end of the year may be reinforced by offi- 
cial support. 

On the other hand, there are still diver- 
gent views whether Mr. Dalton intends 
British Transport stock to be medium or 
long-dated, and doubts if he will disclose 
his plans yet awhile. At the moment chief 
buying in the gilt-edged market has 
switched from 24 per cent. Consols and 24 
per cent. Treasury Bonds to dated stocks, 
more particularly Savings Bonds. 

Iron and steel shares scored an all-round 
advance, the view having gained ground 
that nationalisation may be postponed inde- 
finitely. Meanwhile, there is general con- 
fidence that dividends will be maintained 
(unless there is another winter fuel crisis), 
bearing in mind that profits must reflect the 


increased steel output. Moreover, it is 
generally believed that in the event of 
nationalisation, compensation for share- 


holders, if fairly based, would show cur- 
rent market prices to be an undervaluation. 
Dorman Long rose to 27s., Colvilles to 


27s, 44d., Guest Keen were 47s, 9d., United 
Steel 26s. 3d.. and Stewarts and Lloyds 
moved up to Sls. 9d.; Vickers were 26s. and 


T. W. Ward 45s, 6d. Preference shares 


have been in better demand ai higher 
levels, the rise in fixed interest-bearing 
Traffic Table 
Railways Miles Week 
open ended 
/ Antofagasta ... wiih oss 834 26.10.47 
Are.N.E. 0 ee wee] 753 25.10.47 
Bolivar -_ soe eee 174 = Sept., 1947 
Brazil ... = aon and _ 
B.A. Pacific... one cool ane 25.10.47 
B.A.G.S. si Sea ... 5,080 25.10.47 
B.A. Western... — .. 1,924 25.10.47 
Cent. Argentine eer oos| 3,700 25.10.47 
« O... axe aan ies 
= | Cent. Uruguay ie | 970 25.10.47 
© | CostaRica ... ins éne 262 Sept., 1947 
E | Dorada _ “_ ese 70 Sept., 1947 
pa Entre Rios... uae ae. 808 25.10.47 
£ / G.W. of Brazil vt .» 1,030 25.10.47 
e\ Inter. Cel. Amer. ... .» 794 Sept., 1947 
re La Guaira sth sd ans 223 Oct., 1947 
| Leopoldina ‘in | 1,918 25.10.47 
& | Mexican solos BS 31.5.47 
S | Midland Uruguay _ vs 319 Sept., 1947 
3 | Nitrate ccs ove] RB 31.10.47 
“YT N.W. of Uruguay en eas 113 Sept., 1947 
Paraguay Cent. “0 cool eee 24.10.47 
Peru Corp. sek «+ 1,059 = Oct., 1947 
Salvador om _ ane 100 Aug., 1947 
San Paulo ao wee 1534 - 
Taltal ... . nas en 156 Sept., 1947 
United of Havana - .. 4+,301 6.9.47 
Uruguay Northern ... 73 Sept., 1947 
3 j Canadian National 23,535 Sept., 1947 
Ss Canadian Pacific 17,037 Sept., 1947 
UO 
Barsi Light? ... ove «» 202  Sept., 1947 
Beira ... wen ove 204 Aug., 1947 
w | Egyptian Delta. «as eis 607 30.9.47 
3 | Manila st se — 
=| Mid. of W. Australia... one 277s Aug., 1947 
> ) Nigeria a wins -- 1,900 Aug, 1947 
Rhodesia ne 2,445 | Aug., 1947 
South African 13,323 27.9.47 
Victoria 4,774 May, 1947 
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Railway Stock Market 


issues of all kinds reflecting the trend in 
gilt-edged. Vulcan Foundry 5 per cent. 
preference marked 26s., North British Loco- 
motive 5 per cent. preference 24s. 3d. and 


Beyer Peacock 54 per cent. preference 
25s. 6d. 
Home rails remained firmly held with 


business generally on a fair scale, but small 
buying orders appeared to be matched bya 
little selling, with the result that quotations 
showed little change on balance. In most 
instances the widest margins between cur- 
rent market values and take-over prices 
exist in the case of debentures and other 
prior charges; it still appears to be an 
anomaly that prior charge stocks seem re- 
luctant to respond to buying orders, 

There is, of course, much uncertainty 
surrounding the question whether British 
Transport stock will be medium or long- 
dated and whether the interest rate will be 
2} per cent. or 3 per cent. These conflict- 
ing views tend to keep investors out of 
home rails despite their undoubted good 
investment merits and the interesting posi- 
tion existing in regard to the probability 
that market prices will approximate to take- 
over levels by the end of the year. The 
difference between current market prices 
and take-over levels is smaller in the case 
of ordinary or equity stocks than deben- 
tures because of the final dividend payments, 
which promise to include a number of sur- 
prises. Nevertheless this is another factor 
which should be clarified at the earliest 
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lowest-price means of acquiring an 
eleventh-hour interest in home rails. Ip 
the case of Great Western Ordinary the 


current market price of 544, compares 
with a_ take-over of 5954, whereas 
Southern deferred at 22} is within |! 


points of the take-over and L.M.S.R 
nary at 274 is 2% below take-over. These 
comparisons are apparently explained 
mainly by more optimistic hopes regard- 
ing L.M.S.R. and Southern final dividend 
payments. Nevertheless these assump- 
tions are based mainly on conjecture at 
the present time, and it is quite possible 
that Great Western may in fact prove the 
cheaper purchase. 

Argentine rails have again eased in the 
absence of further news regarding the 
Argentine-U.K. financial talks; 4 per cent, 
debenture stocks of the leading companies 
are now as much as 114 points below their 
share-out prices. In other directions, 
Uruguay railway stocks have improved 
on the latest take-over’ hopes, and 
Central Uruguay ordinary were 23. 

San Paulo fluctuated moderately. still 
awaiting fresh news from Brazil regarding 
payment of the purchase money for the 
line. Other Brazilian railway stocks exased, 
Leopoldina ordinary being 13, the second 
preference 36} and 4 per cent. debentures 
68. Canadian Pacific ordinary strengthened 
to 174 and the preference stock to 68}. 
Mexican Railway 6 per cent. debentures 
eased to 83. United of Havana 1906 de- 
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ps.3,750,200  +-ps.507,070 17 ps.56,484,405 ps.52.660,825  +Ps.3,825,580 Sta ° 1 in 
: - .Stk.| 8$| 3¢| 23 
29,425 7,174 | 17 536,736 599,700 62,964 Ord. Stk 
29/550 + 6.868 13 93,073 @1.332 | + We74t | Sek. | 15) | 12) | St 
30,200 + 7,100 39 274,100 279,875 — 5,775 | Mt. Deb. 1024 mt | tos 
ps.441,600 | +ps.21,200 | !7 _ ps.7,428,000 ps.7,066,800 + ps.361,200 Ord. Stk. aa | a6 3 ; 
41,000 + 2.800 43 1,382,800 1.212.200 | + | 
$899,119 | +$177,926 39 $9,911,187 $8,024,84 $1,886, = on 58 n 
$87,799 | — $18,478 43 $1,075,894 $1,165,843 | — $89,949 Sp.c.Deb. 70 | 58, O84 
63,335 — 5,446 | 43 2,852,649 2.582.913 | + 269.736 | Ord. Stk. 1} ; 1 
ps.1,464,000 +ps.459,100 22 ps.7,706,200 __ps.13, AA, yr + one Ord. Stk. 
15,425 210 | 13 49,070 = ' 
es |- ses|43 185,170 178,186 + 6,984 Ord. Sh. 83/9 71/3 63/9 
6.275 | — 293 13 13,529 ' : ' “ 
668,204 + @7,810 17 $946,431 €1,041,559 — 95,128 as tet 34 434 
178,377 + 25,140 18 696,140 629,700 + ees ints i Ee . 
82,000 — ¢26,000 9 157,000 £190, 000 — 33, Ord. Stk. | 1194 52} a 
sa = “a Ord. Sh. 22/6 15/3 18 
5.410 | — | 16,415 13,260 + 3,155 , 
57974, 4 12.420 10 597,603 541,437 + 56,166 | Ord.Stk. 2 | 18) Ii 
1,007 | — 2tt | 13 3,255 3,825 | — 570 i ‘ 
9,120,750 + 513,750 39 80,943,000 72,529,500 + 8,413,500 — ae es ; 
6,943,250 + 463,500 39 58,232,250 53,661,750 + 4,570,500 Ord.Stk. 25$ 163 17% 
20,947 + 5,362 26 159,525 144,900 + 14,625 | Ord. Sek. | 1234 | 111 | 1034 
113,063 + 20637 48 —‘1,040,485 959.046 | + ee ee | el oi 
_'7,756 — _ 829 | 26 296,832 309, —- B.Deb. | 75. | 60 | 754 
20,028 + 4576 9 37,716 29,947 + 7.769 Inc. Deb. | 65 | 70 | 748 
383,331 — 10,000 22 1,722,335 1,883,646 — pega i sa ie - 
585,421 + 101.269 48 6,143,623 5,633,517 + abenane pas ae pe 
1,279,723 + 89,291 26 31,986,583 28,642,731 | + 3,343, pa a as : 
989,352 — 361,928 48 . _ = 


t Receipts are calculated @ Is. 6d. to the rupee 
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